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H. S. Williams, Assistant Su- 
perintendent of Equipment of 
the Department of Street Rail- 
ways, City of Detroit. Mr. 
Williams is an authority on 
problems of noise reduction, 

and is Chairman ofthe Noise 
Reduction Committee of the 
A, E.R. E. A. 


“To reduce 
noise in car operation” 


“CIOMETHING must be done to comes necessary to inodify it to 
dampen the vibrations set up such an extent that ‘¢ shall not be 

in the track rails if we are to gothe objectionably noisy. Otherwise, 
limit in our efforts to reduce the there will be such a racket within 
noise in car operation.” the cars as to drive away passen- 
That is the opinion recently ex- gers, and also to cause serious pro- 
pressed by H.S. Williams of the test from the residents of adjacent 

| Detroit Street Railways—anauthor- property.” 
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THE PHILIP CAREY COMPANY, 


Lockland, Cincinnati, Ohio 
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The Carey Elastite System of Track 
Insulation consists of a preformed 
asphaltic compound which forms a 
resilient cushion between rail and 
pavement. A tap witha mallet sets 
the strips in place. Unaffected by 
moisture or changes in temperature. 
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| ROLLEY.- EARS that can stand 
i the grind of severe service must 
be strong. But like the successful 
athlete, they must not be encumbered 
with excess weight. 


= ” ae 
« 


NOTE HOW the Westinghouse 
trolley ear is designed for extra strength 
where the wear is hardest. Here the 
lips completely encirclethe trolley wire. _ 
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NOTE HOW the metal decreases 

towards the ends. The trolley wheel i 

-.. passes smoothly over the ear without i= 

pounding or arcing. On curves the 1 

ear assumes an easy bend, giving = 

-sparkless operation. i 4 

In every test and service Westinghouse ie 

ES and ET trolley ears have demon- | 
strated great endurance. 
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Westinghouse Electric & Manufacturing Co. 
East Pittsburgh Pennsylvania 
Sales Offices in All Principal Cities of 
the United States and For¢ign Countries 
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Leading the Way 
to Transit Improvement 


NLY within comparatively recent years has the 

need for city planning taken root and made prog- 
ress. Until the combination of the modern skyscraper 
and the automobile brought matters to a climax, Amer- 
ican cities, like Topsy, “just grew up.” Present-day 
congestion results from the lack of early planning and 
inability to foresee the extent of the growth in demand 
for street space. 

Public opinion has failed to keep pace with rapidly 
changing conditions. The individual property owner 
has been allowed the utmost freedom in the improve- 
ment of his holdings without regard to the cumulative 
effect on the community as a whole. City plans and 
zoning laws restrict the rights of the individual within 
the limits required by the community. But their ulti- 
mate effect is to the advantage of the individual. 

Since city property value is created by the growth 
of the community, wise zoning measures designed to 
bring about orderly development and community stabil- 
ity react to the ultimate advantage of the individual. 
Nevertheless, zoning laws and city plans encounter a 
stiff resistance due to the inertia of the public mind in 
adjusting itself to the increasing importance of col- 
lective action brought about by growing congestion. In 
‘some communities such regulations as have been adopted 
are mere expedients to give some measure of immediate 
‘relief. Only recently has there been any tendency to 
get down to fundamentals. : 

Probably the most neglected and at the same time 
most important factor in modern city development is 
common carrier transportation. Failure to give trans- 
portation adequate consideration results in such facili- 
ties lagging behind the needs of the community. Even 
today, comparatively little progress has been made in 
considering transportation as a whole in its relation 
to city growth. There is increasing need to plan 
adequately for the development of future facilities on 
-a scale which will enable each step in new construction 
to be made as part of a co-ordinated system. Progress 
demands that transportation be recognized as a con- 
stantly changing and developing art. The growth of 
the city itself brings new conditions and new require- 
ments. This has been complicated by legislative at- 
tempts to fix for long periods of years conditions of 
operation that vary from day to day in accordance 
‘with economic and social changes. Community trans- 
portation has been treated as a fixed rather than a 
developing art. Consequently such progress as has 
been made is best described as a series of stumbles. 

There is considerable encouragement in the growing 

_approval of the terminable permit.form of franchise. 
This arrangement eliminates the recurring periods of 
retarded development that are brought about by, ap- 

- proaching expiration of fixed term grants and at the 
same time makes it possible to keep the transportation 


system of a city attuned to changing conditions and 
requirements. 

Surely the time is ripe for a broader and more 
fundamental approach to the local transportation situa- 
tion. Along with the transportation of passengers be- 
tween their homes and places of business comes the 
demand for preferred service in buses or taxicabs by 
those willing to pay the higher cost. The use of streets 
by trucks and other vehicles for the transportation of 
goods and commodities must also be taken into account 
All of these agencies must receive consideration in a 
broad city plan. 

Existing transportation executives with a direct in- 
terest in the solution of this vital community problem 
are the logical leaders of thought on the subject. But 
the degree of success accomplished will depend on the 
extent to which they identify themselves in the public 
mind with the interest of the community as a whoie 
rather than that of a particular agency. 


Chamber of Commerce 
Induces New Level of Thinking 


ELF-GOVERNMENT in American business was the 

outstanding theme at the fourteenth annual meeting 
of the Chamber of Commerce of the United States, held 
in Washington last week. Of particular importance was 
the viewpoint of Secretary Hoover, reiterated by sev- 
eral other speakers, that we are gradually adjusting 
the nation’s industrial system to the instincts of indus- 
trial freedom and equality of opportunity. We are 
also setting up a new relationship in industry which 
departs widely from that of the old world. This new 
conception of capital and labor point to a mutual un- 
derstanding of the problem. As a result, labor-saving 
devices and better administration are reducing labor 
costs per unit of production below even those of cheaper 
labor abroad. 

In the transportation field the result of this attitude 
can be seen in the widespread adoption of the one-man 
car and the greater productivity of labor in all depart- 
ments. It is this co-operation which has been essential 
in keeping up the quality of service while rates have 
been held down. 

Combined with this, a notable growth of a higher 
sense of co-operation in the whole community was 
remarked on by Mr. Hoover. Association activities, 
such as chambers of commerce and trade associations, 
were commended for the great part they have played 
in producing a more efficient, more ethical business 
practice and a better synchronizing of the parts of 
the economic machine. In no industry has this co- 
operation been more valuable than in transportation, 
for its success depends entirely on the service rendered 
and the recognition of the value of that service by the 
community. 

No one could attend the sessions of this great body 
without realizing the force the Chamber of Commerce 
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has in the community today. Particularly should trans- 
portation men realize that they can well lend their 
support to their local commercial organizations. Both 
in the local sessions and in the annual meetings there 
has been introduced a new level of thinking and of 
business and industrial practice that is having its 
influence in all parts of the land. 


His Formula 
Works in Practice 

AMUEL INSULL talked frankly about the electric 

railway situation at the Advisory Council confer- 
ence in Chicago on Feb. 24. His general theme was 
merchandising. His formula is an old one to success- 
ful sales organizations: ‘Know your goods, sell your- 
self; then go after the customer.” 

That this formula works in the utility business is 
strikingly portrayed by the record of the properties 
which Mr. Insull heads. The record speaks for itself, 
but it is further emphasized by the fact that the 
National Electric Light Association at its convention 
this week again awarded the Coffin prize to an Insull 
property, the Commonwealth Edison Company of Chi- 
cago. 

Electric railway operation today encounters problems 
peculiar to itself. But one thing of direct interest 
stands out in the record on which this latest award was 
made. Mr. Insull’s formula works. In Chicago, 94 per 
cent of all homes use electricity. That record is the 
result of merchandising. A good sales job has been 
done there. The record of his electric railway prop- 
erties likewise shows that the same formula works in 
the transportation business. 


Public Transportation 
an Essential Industry 


ERE additional evidence needed of the essential 
character of public transportation it would be 
found in the report recently made to the Traffic Survey 
Commission of Baltimore by Kelker, De Leuw & Com- 
pany, a portion of which is abstracted in this issue. 
Many counts were made of the relative use of various 
transportation means. It was found that out of a total 
of 79,831 persons employed in the downtown district 
64,664, or 81 per cent, use the public facilities offered 
them for transportation. Those using automobiles and 
taxicabs were only 8.5 per cent of the total, while the 
remaining 10.5 per cent walked. And this was in a city 
which the engineers state is more than usually compact. 
Similar counts of workers in the principal industrial 
districts somewhat outside the congested zone show that 
while a far greater proportion of the workers walked, 
or 36.7 per cent of the total, only 7.3 per cent depended 
on private automobiles. This is the more surprising in 
that it is frequently assumed that the automobile is used 
to a greater extent in those localities where the space 
limitations for parking are less severe. 

Another interesting count shows that the average 
airline distance of the residences of the street-car riders 
from their work is 2.52 miles, the steam and interurban 
railroad patrons 3.20 miles and the users of passenger 
automobiles 3.30 miles. This would indicate that as 
the distance to be covered becomes greater the advan- 
tage of taking a direct ride in one’s own car becomes 
relatively more. 

These observations go to show that there is room for 
more study on the reasons why some automobile owners 
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prefer to use their own cars. With the reasons 
ascertained, it should be possible to plan public tran- 
For, 
small as it is, compared with those who use the rail 
and bus lines, it is the. cause of a major portion of the 
congestion that is choking the streets of the cities. This 
was seen from the cordon count, which showed that 60 
per cent of the total number of vehicles entering and 
leaving the central business district were passenger 
automobiles. Therefore anything that can be done to 
attract the automobile riders to public transportation 
lines will make a favorable showing in the relief it 
will bring to traffic congestion. 


$1,000,000,000 Traction Investment 
Subject to These Men’s Judgment 


EW YORK has a new deal in regulation. Tam- 

many and its cohorts have had their way. It was 
all a matter of attrition. Inch by inch the Republicans 
gave ground. Finally, they capitulated. To cover the 
happenings between the first attempt completely to 
Tammanyize New York City and the recent culmination 
in the appointment of the new Transit Commission by 
Governor Smith would be to write much recent political 
history. That is not necessary here. Forget the meas- 
ures and examine the men! Governor Smith, self- 
pronounced friend of municipal ownership, has made 
a good record in office. The fact remains, however, 
that he is in a position to direct the transit policy of 
New York City. The Board of Transportation, although 
appointed by former Mayor Hylan, is controlled by two 
of the Governor’s life-long friends. Now, by his 
appointment of three new members of the Transit 
Commission, that body has come under Democratic 
domination. 

It is the principle, however, more than the politics, 
that is of interest. True, under the former arrange- 
ment of divided responsibility, with the Transit Commis- 
sion on one side and the City Board of Transportation 
and the Board of Estimate on the other at loggerheads, 
there was no chance to get anywhere. Particularly dur- 
ing the administration of Mayor Hylan did a condition 
of open warfare exist. Since the first of this year under 
Mayor Walker the olive branch has been much in evi- 
dence, but time did not permit it to be ascertained 
whether this was merely a gesture. Just before the 
members of the old Transit Commission were decorated 
with the lily of oblivion by the Legislature the commis- 
sion voted two to one as a fitting Parthian shot to require 
the Interborough to spend $22,000,000 for new construc- 
tion and new cars. And then the members feelingly 
added as an afterthought that, perhaps, the city could be 
induced to stand part of the cost. So passed out of the 
picture the men Hylan characterized as “tools” of the 
“traction crowd.” Certainly the words never did fit the 
action of the old commission, but that meant nothing 
to Hylan. 

Anyway, the Democrats are in the ascendant and 
their voices are being heard. The first is that of 
Transportation Commissioner Delaney. He tells City 
Comptroller Berry, an independent, that $100,000,000 
must be found at once or work will soon have to stop 
on the new system of subways intended for city opera- 
tion. And Mr. Berry says the city’s borrowing power 
has been exhausted and that if Mr. Delaney is to have 
his $100,000,000 the amount will have to go into the 
tax budget. At which the taxpayer groans, for while 
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it is true the tax rate has not gone up much in the 
last six or seven years, many property assessments 
have doubled in that time. 

Meanwhile the Board of Estimate has before it the 
myriad of bus proposals. Under the former align- 
ment of forces the Transit Commission was confidently 
expected to offer a series of checks and counters to 
any action by the Board of Estimate in granting rights 
that might be prejudicial to the interests of the exist- 
ing carriers. In this respect the old board, no matter 
what other criticisms might be directed against it, set 
a high standard. Whether the new board will measure 
up to its responsibilities remains to be seen. More than 
$1,000,000,000 is invested in the local traction systems, 
of which more than $350,000,000 represents funds of 
the city of New York. Many of the bonds of these 
companies are selling at receivership prices. Harmony 
of action is promised among the Board of Estimate, the 
Transit Commission and the Board of Transportation, 
but harmony of action alone will not settle properly 
the problems now up for consideration. Back of all the 
political jockeying is a significant change from the 
fundamentals which were in mind when the commission 
control was ushered in during the Hughes régime in 
1907. It would be interesting if some student of 
politics and economics would dedicate himself to the 
task of tracing the history of all the changes—changes 
that amount to home rule, with the exercise of authority 
finally resting in one political party, with the prospect 
that it will continue to rest there. 


If a Little Is Bad, 
a Good Deal Is Worse 


(Ve notions of economy seem to prevail among 
the municipal authorities in New York City. It 
has been decided that the present synchronized traffic 
lights on the principal north and south avenues of Man- 
hattan shall be electrically connected so that all can be 
controlled from a single point. Similar arrangements 
are proposed for the other boroughs. As a result of 
this interlocking it is expected that many policemen 
now on traffic duty on these avenues will be released for 
other work and that the city will thereby save some 
$200,000 a year. Fa 

Even the most optimistic of the city officials can 
hardly expect any other outcome than a reduction in 
vehicular speed, and hence a smaller traffic capacity on 
the streets thus controlled. That has been the result 
in New York and elsewhere on individual streets 
equipped with synchronized signals. When such a sys- 
tem has been extended to more than one street the con- 
sequent delay to traffic movement has been even more 
pronounced. A borough-wide system would appear to be 
the height of inefficiency. The police commissioner 
himself is said to believe that the synchronized signals 
will have to be ignored at a number of the more im- 
portant intersections. Certainly that looks like an ad- 
mission beforehand that the proposed system will not 
be very satisfactory. 

Engineers state that the present congestion in New 
York costs above $500,000 a day. Millions are being 
spent to widen streets to increase their capacity. Yet 
the city proposes deliberately to reduce the capacity of 
existing streets in order to save $200,000 a year. It is 
just this kind of thoughtless procedure that has helped 
produce the present deplorable traffic situation. Instead 
of making a careful study of the problem, as was done 
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in Chicago with the co-operation of the Surface Lines 
officials, and working out a scientific solution, New York 
seems to think the disease can be cured by larger doses. 
of a remedy which heretofore has served only to make 
matters worse. 


Transportation Men 
Must Watch City Zoning 


EN in the transportation field have always followed 

the development of city planning with considerable 
interest. Naturally their greatest concern has been in 
the street layout and in provisions for handling street 
traffic. However, zoning restrictions covering height, 
area and use have not been watched so closely. 

Ten years ago a city with a zoning ordinance was 
worthy of comment. Last year the United States De- 
partment of Commerce stated that there were 26,000,000 
people living in zoned cities, towns and villages, or 
more than half of the total urban population. This 
development is extremely recent; more than 55 per cent 
of it was made during the previous four years. 

Zoning is just beginning to be a powerful factor in 
controlling the method of a city’s growth. It is getting 
to be a necessity, like an adequate water supply or a 
sewer system. No street railway man would stand by 
without a protest and see a sewer put in where it would 
weaken the roadway of a principal artery so that he 
could not run electric cars or buses over it. Neither 
should he stand by and see a slower but nevertheless 
a real loss of value in his plant because of some ill- 
advised zoning. He can be a positive factor in the 
matter, not for the benefit of his plant alone, but be- 
cause of pride in his community; for zoning cannot be 
permanently successful unless the requirements for 
good transportation are met in the right way. 


Unknown Opportunities 
in an Unheralded Work 


EHIND the lines in the operation of a railway 

occasions arise for the astute employee to advance 
his own interests and to increase the company’s assets 
in good will. In the lost and found department is there 
just such an opportunity, for while the public retains 
its faculty for losing, railway managements will con- 
tinue to supply facilities for finding and the employee 
will be enriched by his experiences as a medium of 
restitution. Forgetfulness is a human failing. Even 
from across the ocean reports emanate that our English 
cousins left many invaluable possessions on the cars in 
1925. Over there, too, the lost article office of the rail- 
way is a veritable dry goods house-zoo-hospital-uni- 
versity combined. 

Both intellectual and emotional stimulation are af- 
forded the chief clerk of such a repository in peering 
into the innermost recesses of a vanity case, or clutch- 
ing a set of teeth—still glistening—and in caring for a 
cat which became three while awaiting a claimant, 
However, the work of that department is not just a 
succession of glamorous experiences for the overseer’s 
mental and spiritual education. Indirectly, the man en- 
gaged in this work is enriched by seemingly common- 
place incidents. His development, though certain, is in- 
cidental. His real réle is representative of the company. 
In this capacity, when answering unreasonable telephone 
inquiries and reassuring agitated patrons, he has the 
chance to show patience, understanding and sympathy. 
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Modern Cars Replace Old 
Types in Atlanta | 


HE cars used in Atlanta up to 1922 included almost 

| everything, from a 28-seat single-truck car to 

double-truck cars of 60-seat capacity. The weights 

of these cars varied from 19,400 lb. to 46,500 lb. Some 
of the older types are shown in Figs. 7, 8 and 9. 

The purchase of modern cars began in 1922, and the 
40 ears acquired between that year and 1924 are rep- 
resented by the 600” type (Figs. 5 and 6). Twenty of 
these cars were built by the McGuire-Cummings Com- 
pany and twenty in the company’s shops. Both lots were 
of the same size; that is to say, they had a capacity for 
48 seated passengers, weighed about 37,000 lb. each and 
were equipped with double trucks, with 26-in. wheels 
and four GE-265 motors. Early in 1925 twenty cars of 
the “800’’ type (Figs. 1 and 2) were received from the 
Cincinnati Car Company. Although of the same seating 
capacity as the *600" type, they differ quite materially 
from the latter, both in outside appearance and in seat- 
ing arrangement, as shown in the illustrations. Full 
particulars of these cars were published in the issue of 
this paper for May 2, 1925, page 695. 

All of the cars added up to this time to the Atlanta 
system were designed for operation with two men, Later 
in 1925 forty cars were purchased very similar in outside 
appearance and seating arrangement to the “800” type, 
except that they were fitted with pneumatically operated 
doors and steps, with treadle for the rear door opera- 
tion, so that they could be operated with one man. These 
cars (shown in Figs. 3 and 4) are known as type ‘900.” 
In March, 1926, the company placed orders for 60 more 
city cars of the ‘900” type. A summary of the specifica- 
tions of these cars accompanies this article. 

About the same time or shortly before, the company 
also placed orders for ten single-end, one-man inter- 
urban cars. Further particulars of these cars are given 
in the accompanying article. 
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New Cars More than Pay Their Way 


The Atlanta Management Believes in Modern Rolling Stock and Started on Its Campaign of Replacing 
Old Cars with New in 1922—One Hundred and Twenty New City Cars, About One-Third 
of the Total Number, Have Been Ordered During 1925 and 
1926—New Cars for Interurban Lines Also 


‘ARGELY through the addition of improved rolling 
stock and the scientific selection of the types of. car 
to use, better public relations have been established 

in Atlanta and better financial conditions exist on the 
property of the Georgia Railway & Power Company. 
This was pointed out in an article in this paper for 
May 8. 

The purchase of modern low-level four-motor ‘cars for 
city service in Atlanta began in 1922, when the com- 
pany purchased twenty cars of what is known as the 
“600” type. In 1923 twenty more cars of this type 
were built in the shops of the company, and in 1924 
still twenty more cars of this type were ordered. These 
cars were received in 1925. Later the same year twenty 
cars of the “800” type were put in service, and still 
later in the year 40 “900” type cars were added. The 
accompanying engravings illustrate all of these types 
of cars and some of the earlier models. 

The'40 cars of the “900” series, put in operation late 
in 1925, were the first designed for one-man operation 
to be used in Atlanta. Before their arrival some people 
were skeptical of their advisability because of the race 
problem, but a thorough trial has demonstrated the 
service by these cars to be a success. The fact that 
there are both front and rear exits helps the situation 
mentioned. The cars are painted green and cream, 
colors different from those of the other cars, and they 
are very attractive in appearance. 


Before the last order for 60 cars was placed in March 
of this year the company made an. exhaustive study of 
the type of car and equipment best suited to its condi- 
tions, including seating capacity, arrangement of seats, 
type of seats, etc. These studies took into considera- 
tion cars of a seating capacity of 32 up to 52. 

The method followed was to make traffic counts for 
each line during different periods of the day, and suffi- 
cient counts were taken so that the average distribu- 
tion for each line was determined. Obviously, however, 
the choice of equipment was not made on the conditions 
shown directly on these curves, because after their 
purchase the cars would have to run for ten years or 
more, so that conditions five years hence were taken as 
the average which they would meet. Hence, the curves 
were expanded and otherwise modified to represent 
traffic conditions expected in 1931. 

On the traffic charts thus compiled the transportation 
engineers of the company plotted the cost of giving 
efficient service with cars of different seating capacities. 
The result of this study -soon showed that the choice 
lay between a 40-seat and. a 48-seat car. In the more 
detailed study then made of the relative merits of these 
two types consideration was given to the saving in 
energy from the operation of the 40-seat. car, whose 
weight was taken at 32;000 lb., the gain which should 
be expected from the shorter headway with the shorter 
ear, etc., against the. higher platform.cost per seat, 


GENERAL DIMENSIONS 


Length over dashers 

Length over body 

Length of platform 

Height, rail to top trolley ; 
boards 11 ft. 2y, i 

Height, rail to first step 

Height, step to platform 


HMeaters—Each 


operated and provision will be made so 
that street collector can open this door 
from the outside with a key. 

Curtains will be installed at all body 
windows, and there will be operator’s 
vestibule curtains; mateérial, pantasote. 


car will be equipped 


Extracts from Specifications for Last Order for Cars—Atlanta 


The following’ extracts are taken from specifications covering 60 cars 
ordered by the Georgia Railway & Power Company in March, 1926 


with mirrors to give the operator a full 
view of the interior of the-~- car. 


Trucks—Car body will be mounted on 
Brill 177-E-1 trucks with Stucki side 
bearings. Brake pins 14 in. in diameter. 


Electric Equipment — Four’ General 
Electric Company’s 265-A, 35-hp. motors 
with K-35-JJ controllers and line breaker 


Ramp in car floor.............32 i 
Post) centers-.:5 0.5.3.0. 6.0.5. 29% 
Clear height inside 7 

Width over eaves 


GENERAL INFORMATION 


Seating capacity 
Width of seats 


Roof—Car body roof will be of the 
monitor type. 


Doors—All doors will be sliding, oper- 
ated by National Pneumatic Company’s 
door engine. Rear door will be treadle- 


with twelve panel type electric heaters 
made by the Consolidated Car Heating 
Company and cquipped with thermo- 
static control. 


Seats—Each ear will be equipped with 
twenty Hale-Kilburn No. 400 reversible 
cross seats, 36 in. over all. Seats will 
be framed of wood and fitted with 
springless canvas-lined rattan panels in 
cushions and backs. Four longitudinal 
seats with same cushicns and hacks will 
be provided. One folding operintor’s seat 
with wood top on each plat!orm., 


Hand Brakes—The National Brake 
Company’s Pevcock staffless brake gear, 
ratio 12/52 with 20-in, iron brake wheel, 
will be installed in each vestibule. 


Fenders—Wach end of car body will 
be equipped with one “Atlanta” type 
drop basket life guard. 


Mirrors—The cars will be equipped 


fer double-end operation. 


Gears — Thirty cars to be equipped 
with General Electric Company’s No. A-1 
combination tempered and case-hardened 
long and short addendum tooth type. 


Lightning Arresters—Alurminumn ccll 
lightning arresters to be installed on the 
platform No. 1 end, 


Air Brakes—Westinghouse Air Brake 
Company’s double-end, straight air 
brake equipment with all emervency andl 
safety features, including DH-14 air 
compressor, 8 in. x 12 in. brak® eylinder, 
Westinghouse R-4 type governor, M-28 
brake valve, two 14 in, x 12 in. enamel 
air reservoirs, American Brake Com- 
pany’s type E-1 slack adjust-r. 

Safety Equipment—Full dou)le-end 


safety car equipment as furnished by 
the Safety Car Devices Company. 
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increased traffic congestion, street accidents and other 
disadvantages accompanying the use of the small cars 
as compared with the large ones to provide the same 
number of seat-miles. 

In this detailed comparison it was found that on the 
twelve more important routes the 48-seat car was the 
more desirable, but on the twelve other routes, with 
less traffic, the smaller and lighter car with a seating 
capacity of about 40 would be more economical. The 
decision was finally made to place the order for the 60 
cars, all to be of the 48-seat type, so as to equip the 
more important lines first. 

The car color decided upon was similar to the olive 
green color used on the other cars, except that, as 
stated, all safety cars have a cream trim, which makes 
them easily distinguishable from the two-man cars. A 
summary of the specifications for the new cars accom- 
panies this article. The new cars ordered are said to 
be the first in this country to be built completely under 
the rules adopted late in 1925 by the National Board 
of Fire Underwriters. Owing to the fact that they 
are being built entirely in accordance with the national 
requirements, an annual saving in premiums of $7.25 
per car was secured. 


OPERATING GAINS FROM IMPROVED ROLLING STOCK 


As explained, the company has been operating mod- 
ern types of cars (though mostly two-man cars) since 
1928, so is in a good position to report on the benefits 
gained from their use. Those resulting from more 
attractive and more easily accessible rolling stock are 
rather hard to evaluate in dollars and cents, but the 
savings connected with the maintenance, larger capac- 
ity, increased speed and reduced accidents are sus- 
ceptible of much more definite determination. 

Table I gives a comparison of maintenance expenses 
in cents per car-mile, as determined by the records of 
the company. The new cars are those of the four- 
motor type or “600,” “800” and “900.” The “old cars” 
taken for comparison in this table are those of the same 
capacity as the new cars but purchased prior to 1922. 
The “600,” “800” and “900” type cars, as previously 
explained, are very nearly alike in dimensions, capacity 
and electrical equipment, the chief difference being that 
the “900” cars are one-man cars and equipped with all 
safety features.. The gain of the new cars in the cost 
of power and in maintenance of equipment and way and 
structures is due principally to their lighter weight. 
The saving in conducting transportation is due to their 
ability to maintain faster schedules. 


TABLE I—SHOWING COMPARATIVE OPERATING EXPENSES IN 
CENTS PER CAR-MILE 


New Cars Old Cars 
Maintenance of equipment............0+0+-eseecceece 2.18 2.49 
beater of way and structures.................0.. 2d 2.44 
eno pata oun Mento peters accra Saori ot 5.03 5.74 
Gondiicting transportation: ceses «catenin tents tae 13.39 14.05 
———— 


The company estimates that with these savings and 
those due to larger capacity, increased speed and 
reduced accidents, the gain from the operation of the 
60 new one-man cars ordered will be $210,142. This 
gain is based on a comparison of the costs of oper- 
ating the new one-man cars and the old two-man cars 
which will be retired. The cars to be retired will be 
partly double-truck and partly single-truck cars. 

On the routes where the new cars replace double- 
truck cars the saving will result from lighter weight, 
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some increase in speed and the use of one man instead 
of two. Where they replace single-truck cars of 28 


seats capacity fewer car-miles will be required because 


of the larger capacity of the cars. The aggregate of 
all of these savings is the sum mentioned. 

Incidentally during the last five years, it might be 
said, the company has increased the scheduled speed on 
its city lines from 9.18 m.p.h. in 1920 to 9.79 m.p.h. 
at present. This gain is despite a slowing down of 
about 1 mile an hour in the business district following 
the introduction of traffic signals. The increased speed 
is attributed largely to better acceleration and braking 
through four-motor equipments and improved brakes. 


SITUATION ON THE INTERURBAN LINES 


Owing to the long distances between large cities in 
the Southern states there has not been the same devel- 
opment of interurban lines in that section of the coun- 
try as in the North. The Georgia Railway & Power 
Company, however, has two high-speed lines, built for 
the greater part of the distance over its own private 
right-of-way, reaching suburban towns about 18 miles 
in each case from the center of Atlanta. 

The service given onthese lines is similar to that 
on the intérurban lines in the Central states and the 
cars are run on about 11-hour headway. One line is 
known as the Atlanta Northern and reaches Marietta. 
The other is known as the Stone Mountain line and 
passes through Decatur en route. 

The five new cars for the Atlanta Northern Rail- 
way are 52 ft. in length, with a smoking compartment 
and individual cushion seats. A new departure will be 
made by naming each car, like the sleepers and chair 
cars in Pullman service. The names given will be those ~ 
of people who have been distinguished in the history — 
of Georgia but are not now living. These names will be 
put on in gold letters on a red background. The 
remaining finish of the cars will be quite striking, as 
flamingo will be used as high as the water table and 
cream to the letterboard. The roof will be yellow. 

These interurban cars will be equipped with multiple- 
unit control so that two-car trains can be operated, and 
there is a conductor’s door at the end so that one con- 
ductor can collect fares in both cars. They were pur- 
chased from the Cincinnati Car Company and were to 
be delivered in May. Five similar cars have been pur- 
chased for the Stone Mountain line, to be delivered in 
June. ; 

At present me Atlanta Northern line is being oper- 
ated by two types of cars. One is the type “300” car 
bought in 1905 and weighing 67,000 lb. There are five 
of these cars and they will be scrapped when the new 
cars arrive. There are also four large cars purchased 
in 1921, each with four 100-hp. motors. These will be 
used as motor cars with a trailer to make a two-car 
train, the cars being permanently connected for traffic. 
That is to say, they are not disconnected except when 
one of the cars has to be sent to the shop. These trains 
will be used during the rush hours and the new light 
cars for the basic schedule. 

On the Stone Mountain line the present equipment of 
six cars, which are more modern, will be retained, 
except that four of the cars will be connected up to 
make multiple-unit trains, and the five new cars ordered 
will be used on the basic schedule. 

Before the order for the light-weight interurban cars 
was placed for the Atlanta Northern the company made 
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an extended study of their possibilities from a financial 
standpoint very similar to that conducted for the city 
ears, and before ordering new cars determined that 
operating economies of $27,383 a year were possible. 
This figure was based on the cost for the five cars and 
accompanying equipment of $123,750 and annual 
charges for interest and depreciation of $13,200. This 
left a net saving of $14,183 on the investment. The 
total cost as given includes changes in _ tracks, 
carhouses, etc., as well as the cost of cars, and the net 
saving was based on a proposed operating schedule 
which will provide more cars than at present. The 
annual platform expenses for the light-weight car were 
taken as $22,141 and for the present equipment as 
$32,193. / 

Some of this saving in lower platform cost is due 
to the smaller number of employees required per car 
from one-man operation on single cars and two-man 
operation on two-car trains and part is due to saving 
in dead mileage from storage of cars in Marietta. The 
figures of the proposed operations, it should be stated, 
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include some use of the older equipment during rush 
hours, as already. explained. 

It is estimated that the increased revenue from the 
improved service will amount to about $20,000 a year. 

Table II gives estimated figures for maintenance 
and power for the new equipment selected and for the 
present equipment. The figures relate to the Atlanta 
Northern Railway. 


TABLE II—ESTIMATED COSTS IN CENTS PER CAR-MILE FOR 
MAINTENANCE AND POWER, ATLANTA NORTHERN RAILWAY 


With Present 
New Cars Equipment 
Maintenance, way and structures, motor car........... 2.095 3.300 
Maintenance, way and structures, trail car............  ..... 170 
Maintenance, equipment, motor car..............-.-. 1.500 2.193 
Maintenance, equipment, trail car................+.-- ate: 598 
5.490 


OWE; MHLOLORICHI S26 meeesite ein eo atsuapy sicuclote Reunions etre 
Power, trailitaraes ooh o otras ae die ee at oan le merase: 


While, as stated, the figures given are for only one of 
the interurban lines of the company, it is expected that 
the savings on the other interurban line will be not 
greatly different from those mentioned. 


Interstate Bus Regulation Desirable 


The History of All Industry Shows that Control of Competition Between Utilities Is Desirable—Interests 
of Manufacturers of Automotive Vehicles Should Gain, as Risk Would Be Removed— 
Mistakes of Earlier Regulation Should Be Avoided 


By John A. Ritchie 


President Yellow Coach & Truck Manufacturing Company 


question about interstate motor vehicle traffic. 

For although 41 states do regulate intrastate 
traffic, there is as yet no interstate regulation such as 
there is with steam and electric railroads. 

The history of industry sheds light on the problem, 
though Bernard Shaw is reported to have said, “The 
great lesson of history is that no one learns any lesson 
from history,” and Henry Ford said, “History is bunk.” 
Neither of them was right, however, for we do learn 
lessons from history. We find that regulation arose 
from necessity and has developed by orderly evolution- 
ary process. 

When did regulation begin? In the days of pure 
savagery the sole and ruling social philosophy was the 
welfare of the individual. The, savage, whatever else 
he lacked, had complete personal liberty. No one has 
had it since, for as savagery developed into barbarism 
and barbarism into civilization restrictions or “regula- 
tion” of personal liberty became greater and greater, 
and all in the general interest. The history of civiliza- 
tion is the history of progressive curtailment of per- 
sonal liberties. In all civilized countries the welfare 
of society as a whole now far outweighs all concern 
over the individual. 


[Ts REGULATE or not to regulate? That is the 


This evolution in political rights and usages has had 


its counterpart in industrial rights and usages. 

The necessity of regulation grew out of evils due to 
unrestricted competition, or, as it is generally called, 
“cut-throat” competition. From the time of Adam 
Smith, the first great economist, and for more than a 
century, the slogan “Competition is the life of trade’ 
was accepted without question. But in time it was 


found that unrestricted competition was often the death 
of trade. : 

The belief was that competitors, in seeking trade, 
would try to excel.each other in quality of output and 
reasonableness of prices. But it did not always work 
out that way. Many evil results arose from cut-throat 
competition, such as unrestricted child and female 
labor, corruption in public office, strangulation of com- 
petition by rate wars, rebating, greatly increased “‘over- 
head” or cost of doing business, needless duplication of 
facilities, and economic waste of many sorts, the cost of 
which all came out of the ultimate consumer in higher 
prices. 

The problem is to preserve that idea involved in the 
word “competition” which we call “emulation” (or the 
effort to do things better and cheaper) while eliminat- 
ing the evils of cut-throat competition. Thus the prin- 
ciple of regulation in industry arose, as a step between 
unrestricted private ownership and control and govern- 
mental ownership and control. 

In the early days railroads, electric cars and stage- 
coach lines were regarded as much private business 
as a grocery store; but it was not many years before 
the fact that they were “impressed with the public in- 
terest,” to use the legal phrase, became evident to every- 
body. The necessity of some regulation was clear and 
they were placed in that special legal category of busi- 
nesses which affect the lives of every one and are called 
“public utilities.” 

It was recognized that in consolidation and unit con- 
trol great economies could be effected. Economically 
centralization had its advantages. But the private con- 
trol of prices was regarded as a source of evil, so pub- 
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lic utilities are no longer permitted to make their own 
rates; they are established by regulatory authority. 
While the power of oppression has gone, the economic 
advantages of co-ordination remain. And in a true 
sense public utilities are no longer evil monopolies. 
They are unified or co-ordinated industries. 

The commercial transport of passengers and goods 
by automotive vehicles is a relatively new addition to 
our complete transportation machinery. The important 
thing to recognize is that it is a part of our national 
transportation machinery and, since it affects the elec- 
tric railroads and the steam railroads, the nation has a 
very proper and deep concern in the basis on which it 
is or may be operated. To depend on individual com- 
petitive interest as a regulator is utterly to ignore the 
lessons of history. So the question is not so much one 
of recognition of principle as it is of the application of 
the principle. -Has the ‘time arrived for it, and what 
should the necessary legislation provide? 

About these questions there. is a great divergence of 
opinion and it will take time to pass the inevitable 
period of heated controvery to find all the basic facts 
and on them crystallize wise opinion in behalf of legis- 
lation making for the national welfare, upon which in- 
dividual welfare depends. 

In general, the interstate transportation agencies, 
electric and steam railroads, now under interstate regu- 
lation, feel that the new agency should also be regulated. 

The organized motor coach operators feel the same 
way. Evidently some lessons have been learned from 
the cut-throat competition of the jitney period. Prob- 
ably motor coach regulation now would not be prema- 
ture, since the industry itself is for it. 


WuHyY TRUCK OPERATORS OPPOSE REGULATION 


But’ motor truck operators, for the most part, are 
opposed, if not to the principle of interstate regulation, 
at least to the bill now before Congress and, indeed, any 
bill at the present time, and it is seldom wise to enact 
drastic laws with the opinion of the industry all against 
it. The psychological factor is one of great practical 
importance. 

The truck operators argue: 


1. That the total amount of interstate tonnage hauled 
by common carrier trucks in competition with the rail- 
roads is negligible, and, being all short-haul traffic, is not 
profitable to the railroads anyhow. 

2. That trucks cannot economically do a long-haul busi- 
ness, and hence their operation, even though it involves 
crossing a state line, is essentially local. 

3. That their rates average higher than railroad rates 
because they do the work quicker, pick up at point of origin 
of traffic and deliver at ultimate destination, and render 
other special services which railroads cannot render, and 
for these reasons their service is of special character and 
not wholly competitive with railroad service. 

4. That automotive common carriers are not and cannot 
become a monopoly, since the customer, at all times, has 
the alternative of employing the private contract carrier 
or doing his own hauling, as so many industries are now 
doing. 

_ 5. That interstate regulation of common carrier trucks 
involves dangers to both private and contract haulage. 


There are other arguments, and one may grant the 
validity of most of them, though, frankly, many un- 
tenable arguments have also been advanced, such, for 
example, as this: That “the railroads have returns guar- 
anteed by the government,” a misstatement that has 
been spread from one end of the country to the other. 

Some of these arguments relate solely to the present 
situation, which is temporary, but we should also look 


to the future. Certain it is that the persistence of cut- 
throat competition at any time, in any form of public 
transportation, either interstate or intrastate, is con- 
trary to the public welfare. 

The very nature of the motor coach and motor truck 
business, covering, as it will in future years, all of the 
highways of the country, will make it necessary that 
there be some regulation. 

The interstate commerce act in time became so drastic 
and it was applied so ruthlessly that it began to injure 
the railroads and limit their ability to serve. The same 
thing applies to the supervision exercised over street 
railways by state commissions. 

We should aim to avoid all this in any regulation 
which is proposed for the motor coach and motor truck. 
The largest users of the motor coach and motor truck 
are going to be the steam railroads and the street 
railways. They have an especial interest, therefore, in 
the avoidance of drastic automotive regulation. 

We should ask the question, were this need of regu- 
lation put up to the steam railroads and street railways 
as applying to their own business, whether they would 
be inclined to suggest the same kind of regulation they 
have suffered, or, whether they would not be inclined 
to offer many- modifications which would give the rail- - 
roads ample latitude in administrative and financial 
matters, and in management? Above all, we should ask 
them whether they would be inclined to subscribe to the 
principle that by law the net earnings of the steam rail- 
roads and street railway companies in their future 
automotive activities should be limited to a mere in- 
terest return on investment. 

It would be better to suffer another year or so of 
irritation and then enact constructive legislation rather 
than to act too quickly and suffer ever after from de- 
structive legislation. 


EFFECT ON. THE MANUFACTURER 


Thus far no mention has been made of the particular — 
interest of the automotive vehicle manufacturers, and 
it is an important factor in the problem. t 

Given a certain amount of service to be performed in 
any community, the provision of more facilities than 
are needed to perform the service represents an eco- 
nomic waste, which the ultimate consumer, in the end, - 
has to pay for. To the manufacturer this can mean 
only one thing, a market filled with risk, or, to state it 
more strongly but just as truly, filled with certainty of 
bad risks, with an unavoidable increase in the manu- 
facturers’ prices to take care of those risks. 

To sum the situation up as it now appears to us, the 
following conclusions seem justified: 

1. That we cannot escape recognition of the principle of 
regulation. 


2. Since the principle must be recognized our efforts 
should not be wasted in barren opposition, but centered | 
upon constructive action. 

3. That the time for federal regulation of the motor coach 
industry is generally recognized to be at hand and sufficient 
bodies of fact and competent opinion are available upon 
which to base a wise act. 

4. That the situation in the motor truck industry is far 
different and that it would seem wiser to delay regulation 
in that department until a greater body of facts and a more 
general consensus of competent opinion in favor of regula- 
tion can be obtained. 

5. That automotive regulation should avoid the mistakes 
of previous regulatory acts and put the industry in position 
to pioneer, to earn adequate returns and thus realize its 
greatest possibilities for the benefit of the nation as a whole. 


q 
q 
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Texas Properties Are Getting Results 
from Good Merchandising Work 


DaRoetenea RT TC Ee 


Houston, Galveston, Beaumont, E] Paso, Austin, San Antonio, Dallas 
and Fort Worth Companies, Each with Its Own Peculiar Problems, 
Recognize Transportation as a Competitive Industry, and Are En- 
ergetically Developing Modern Merchandising Methods — Efforts 


Made to Relieve Traffic 


Congestion and Eliminate Parking 


By John A. Dewhurst 


Associate Editor ELEcTRIC RAILWAY JOURNAL 


This Picture of Dallas, from 3,100 Ft. in the Air, Shows the Extensive Develcpment of This Metropolis 
é { 


NDER four different managements, the electric 
railway properties in the eight important cities 
of Texas are developing novel and effective meth- 
ods of selling service. One gains the instant impres- 
sion that in all of these fast-growing cities the 
personnels consist of wide-awake boosters who take a 
leading part in civic undertakings, and at the same 
time are providing an ever-increasing economical 
transportation service to their respective communities. 
There was, and still is, much to accomplish in chang- 
ing the attitude of the public in order that the com- 
panies may keep pace with the enormous growth in 
population. 
Dallas has just passed a new ordinance, giving the 
Dallas Railway a 7-cent fare with five tokens for 30 
cents. This breaks the 5-cent fare basis that this city 


was slow to relinquish. The effect will be instantane- 
ous. The company is already starting to expend 
$1,500,000 for much-needed extensions and betterments. 
The text of this ordinance and the plans of the com- 
pany were presented in an article in this paper for 
May 1, 1926, page 750. 

Interesting in this connection are the 5 miles of 
track extensions into new territory on seven lines, a 
part of. which has heretofore been served by buses 
during the development period. The buses thus replaced 
will be used to extend still further into newly developed 
communities. Thirty new cars will be purchased and 
several more will be constructed new in the company’s 
shops. In addition 50 more cars will be remodeled for 
one-man operation during the next few months. 

Public relations in Dallas are the concern of the 
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entire personnel. To be sure, they are under the direct 
leadership of C. J. Crampton, manager of the publicity 
department, who is directly associated with Richard 
Meriwether, vice-president and general manager of 
the Dallas Railway. Both of these men appreciate 
that the important matters of selling transportation 
and the establishing of public relations are a part of 
every employee’s job, and can be successful only so far 
as every man and woman in the company co-operates 
in the work. As was expressed by T. P. Walker of 
El Paso at the recent Galveston meeting, public rela- 
tions work depends on personality, which in turn is 
composed of a multitude of little things. 

Among the duties performed by the director of pub- 
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Map of Dallas City Lines, Showing the Rail Extensions of 
Railway Service Planned for This Year as a Part of the 
$1,500,000 to Be Expended in New Plant and Betterments 


lic relations in Dallas is the directing of all adver- 
tising and the writing of all car cards for use on the 
system. In addition to this, the director makes many 
calls, trying to create at least ten new acquaintances 
every day. The people visited are the corner grocer, 
the butcher, or the drug store clerk in various parts 
of the city. Friends thus established are called on 
again and again, so that in the course of a year many 
thousands of people have a direct and frequent contact 
with a company official. Such men might otherwise 
never know other than the street car operators on their 
line. Obviously much valuable information is thus 
obtained that might otherwise remain a dark secret to 
the company. : 

A standing offer exists for suggestions that can be 
worked into cards of advertisements of five dollars 
for each suggestion that can be used. In addition the 
employee’s name is used showing the origin of the 
thought. 

In addition to this an informal lyceum bureau is 
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maintained, and every day the Dallas Railway is called 
on to produce lecture or entertainment talent for vari- 


_ous functions, from church socials to rotary luncheons 


in Dallas and neighboring communities served by the 
affiliated interurban lines to Denton and Terrell. Not 
all of such talent comes from the company’s staff, and 
outside local talent is used extensively. 


MANY RIDE-SELLING NOVELTIES IN FoRT WORTH 


In Fort Worth the street car system stands out 
above all other industries. One is conscious of a 
superior system from the time of entrance on the 
brilliantly painted cars of the Crimson Limited, until 
riding to the depot on one of the clean white painted 
single-truck cars or perhaps the latest type “No. 566.” 
After reading the dash signs on all cars, ““New model 
car No. 566 at your service,” a genuine interest is 
aroused. This car is painted a light gray with a cream 
superstructure and a dark green roof. Inside, the car 
is fresh and clean, with battleship linoleum on the 
floor and a white enameled ceiling. The appearance of 
the fare box has been improved by nickelplating all 
metal parts. Many of the other cars are painted with 
white enamel on the exterior;.making a very attractive 
appearance. 

Selling rides in Fort Worth is a daily job of think- 
ing up new stunts. Walter H. Burke, manager, and 
F. G. Gannon, assistant treasurer, have created many 
novel business-getting methods. When the American 
Legion had its convention in Fort Worth last fall, 
this organization wanted to provide its delegates with 
admissions to all events and transportation to and 
from places of meeting. The company printed books 
with the necessary tickets of admission, plus ten 
coupons, each of which was good for a street car ride 
during any of the four convention days. These books 
were distributed at the registration desk and when 
used the cover could be presented for a new book. At 
the close of the convention the company counted the 
coupons collected in the fare box and billed the Legion 
treasurer for nearly $1,500. Obviously the street cars 
were used much more extensively than would have been 
the case otherwise. Also the cost was lower than would 
have been possible had autos and taxicabs predominated, 
as so often happens at conventions. 

Slogans painted in large letters on the outside of 
many of the city cars carry the railway’s message home 
very effectively. Some of the slogans used are: 

Our service is more convenient. 
Parking time can be put to better use. 
You are the one inconvenienced by parking. 
Save the difference today and every day. 
Park not, worry not. Ride the street cars! 
Street car shopping is easiest. 
Get the street. car habit—it pays. 
Don’t try to park, use our service. 
Parking time is money—Save it. 

Howdy, folks! It’s a pleasure to serve you. 

Inside the car are displayed from time to time attrac- 
tive messages that draw comparisons with facts well 
known. It is one thing to say the car mileage in Fort 
Worth is 18,000 daily, and another to say that this 
equals a round trip to Hong Kong every day. In these 
days $7,000 does not mean much, but to say that every 
car equals the price of a good home means much to the 
average passenger who is buying one and who is strug- 
gling to make payments on the mortgage. 
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A few of the thoughts used in these car cards are 
reproduced as being particularly meritorious: 


Things Worth Knowing 


The steel structure of our tracks weighs nearly 
9,000 tons, or as much structural steel as contained 
jn all the buildings in Fort Worth. 


600 Horse-Power in Motors 


That is the reason the interurban train provides 
you with speed and dependability. 


Things Worth Knowing 


The street cars in Fort Worth travel 18,000 
miles per day, or the distance from Fort Worth to 
Hong Kong and back again. 


Things Worth Knowing 


The street cars in Fort Worth use 55,000 kilo- 
watt-hours per day, or more than is used to light 
all the homes in Fort Worth. 


-facture and partly Reos. 


for every trainman. This costs the company 50 cents 
apiece for each uniform. Calls are made on a regular 
schedule. The appearance of the trainmen is naturally 
much improved. 

Due to the scattered development of Fort Worth, 
relatively more trackage now exists per unit of popula- 
tion than is the case in many cities. Buses have been 
used for specific purposes previously and were discon- 
tinued when the object was accomplished, or when it 
was found that they were hopelessly unremunerative. 
On March 14 of this year a new bus line was started 
to a development at Oakhurst, and four buses now 
supply a fifteen-minute headway on this 3.2-mile line 
from 5:30 in the morning until midnight. A blanket 
franchise was obtained, allowing the company an oppor- 
tunity of extending this type of service to other com- 
munities, as conditions warrant. Five 20-passenger 
buses were purchased, partly of Yellow Coach manu- 
A 10-cent fare is charged and 
express service is rendered from the downtown section 


A Traffic Scene Looking East on Main Street, Dallas, from the Int ersection of Field Street 


The Payroll 


of this company is $1,000,000 per year, or $115 
per hour for every hour inthe year. 


Another Thing Worth Knowing 


A street car costs about the same as a good home, 
from $7,000 for a Birney car to $23,000 for an inter- 
urban car. 


There is no ordinance in Fort Worth prohibiting 
smoking on cars, so the following card was designed 
and found effective in moving smokers to the rear: 

Smoking a cigarette, pipe or cigar? 

Why not go to the rear of the car? 

That’s the proper smoking place, 

And you won’t blow smoke in your 
Neighbor’s face! 

Recently the Northern Texas Traction Company has 
contracted with a cleaning establishment to call for and 
clean and press two uniforms a month, free of charge, 


to the new development at Oakhurst, which is beyond 
the district served by cars. 

Free transfers are given from buses to cars. When 
a passenger boards a street car and desires to transfer 
to the Oakhurst bus, he pays a 10-cent fare on the 
car and receives a bus transfer, thus avoiding a second 
fare transaction when boarding the bus. This avoids 
inconvenience and saves time to passenger and oper- 
ator alike. 

-Before the bus line was started an extensive selling 
campaign was instigated. An attractive four-page 
folder in colors was printed entitled ‘“A New Trans- 
portation Service.” In the folder a complete descrip- 
tion of the new service is given, showing why the 
Northern Texas Traction plans to operate buses, the 
type of vehicle to be used, the service to be offered, 
giving schedule and fares, the route, and closing with 
a request for suggestions for improving the service. 
These folders were distributed from house to house by 
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the bus operators before the service was started. This 
gave the operators a valuable opportunity to become 
acquainted personally with many of the prospective 
passengers and to add a few words beyond what was 
said in the folder. ; 

In addition to this, one of the buses was exhibited 
at the Fat Stock Show. The operators were again 
present to explain the service about to be rendered and 
to show visitors the new vehicle. 

This year the third public speaking class has com- 
pleted its course of twelve lessons. The company pays 
the costs of this instruction. The first class was for 
department heads; the second year assistants and junior 
executives were given the course, and this last year 
many other junior officials received this training, which 
is valuable because of the many opportunities that are 
always available for carrying the company’s message to 
local community gatherings. 

The Texas Electric Railway, which operates 282 
miles of interurban trackage, besides rendering a high- 
grade service to the many communities served, also 
supplies a personal service to its patrons through its 
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Chartered car rates have been revised so that def- 
inite rates are provided for parties of any size. This 
avoids the bad psychology of requiring a party of 30 
to pay for 40 tickets in order to obtain a private car. 

James P. Griffin, vice-president of the company in 
charge of the traffic, has stated that the transportation 
companies must adapt their service and schedules to 
fit the requirements of the riders and not expect the 
public to change its plans to meet the old-time stand- 
ards of fares and schedules. Traffic rules and methods 
of handling special business are assembled in a handy 
book which is given to all agents and conductors. 


Railway Operates from Union Bus 
Station at Rochester 


LL INTERURBAN bus and trolley lines of the New 

& York State Railways in Rochester, N. Y., are now 
operating from a union terminal. The Rochester & 
Eastern and Rochester & Sodus trolley lines, hitherto 
using the terminal at Exchange and Court Streets, now 
operate from the Bus Terminal building at South 


Front and Rear Views of the Dallas Interurban Terminal Building Used Jointly by the Texas Electric Railway, the Texas Interurban 
Railway and the Northern Texas Traction Company 


traffic organization. Any one desiring a Pullman 
reservation may apply to any agent and the order is 
telephoned over the company’s private system, generally 
to Dallas, as this is the principal point on the system, 
where its riders transfer to steam railroads. The 
reservation is obtained and a confirmation phoned back 
to the local agent. 
picked up and paid for as instructed by the passenger. 

A similar service is performed in obtaining theater 
tickets, baseball and football tickets, or reservations 
to any similar functions. Generally the company is 
able to obtain an allotment of seats to athletic games 
so that Texas Electric patrons can be assured good 
seats. These tickets can be paid for at the local com- 
pany office or they be held and paid for on arrival. 

To encourage riding, this company has advertised 


extensively a 20 per cent reduction in return trip tickets’ 


during April and May of this year. Results are not 
yet available to show whether this has increased riding 
or not. The standard reduction for return trip tickets 
is 10 per cent. Many other forms of reduced rate 
transportation are in effect to meet the individual 
requirements of the various localities served. 


The reservation is either held or. 


Avenue and Broad Street. 
be abandoned. 

The move is in the interests of economy, James F. 
Hamilton, president of the railways, announced. Under 
a new routing schedule, the interurban trolley lines are 
to enter South Avenue via St. Paul and Andrew Streets 
and leave the terminal through Court Street to Clinton 
Avenue. No new tracks are necessary. 

Where the company has hitherto used the Broad 
Street, or side entrance, for unloading and loading bus 
passengers, the entire lower floor of the building has 
been taken over by the railways and the front entrance 
used for trolley passengers. The station will be enlarged 
within a short time. 

The merging of the trolley and bus stations will not 
affect the terminal for the Rochester & Syracuse, 
Buffalo, Lockport & Rochester and Lockport & Buffalo 
lines at the Erie Station. 

The New York State Railways took over the bus 
terminal, previously operated by independents, early in 
1925, after the traction company had acquired control 
of every bus line entering Rochester with one exception, 
the Rochester-Batavia-Buffalo route. 


The old trolley station is to 
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Better Car Routing and 
Traffic Control Proposed for Baltimore 


FIRST ARTICLE 


Report Presented to Traffic Survey Commission of Baltimore by Kelker, 
De Leuw & Company Proposes Radical Changes in Street Car Lines 
and Handling of Vehicle Traffic, Particularly in Central Business Dis- 
trict—Many Detailed Counts Taken Show Seriousness of the Problem 


trol and carrying out of a major traffic street 

plan are the three methods proposed for the im- 
provement of traffic conditions in Baltimore, Md., by 
Kelker, De Leuw & Company. These recommendations 
are incorporated in a report presented to the Traffic 
Survey Commission of Baltimore after an investigation 
covering six months. While the report states that the 
efforts of {the engineers have been directed to the 
preparation of recommendations that would specifically 
conform to local conditions, much of the material con- 
tained is general in character and is applicable to sim- 
ilar problems in other cities. The following is a greatly 
condensed abstract of the principal features of the 
report. , 

Development of the modern skyscraper, at first with- 
out restrictions as to height, is given as the primary 
cause of traffic congestion. Zoning ordinances, where 
they have been adopted, have been of assistance, but, in 
the opinion of the engineers, there has been no real 
effort to restrict building construction to conform with 
the limits which are imposed by the available street 
space in the zoned areas. Consequently it is not un- 
common to find housed in a single building during the 
working hours a population equivalent to that of a 
small city, with the street on which the building fronts 
having sufficient space only for the needs of a small 
town. To sum up, there are five principal causes of 
congestion: 

1. High buildings, causing concentration of large 
numbers of people in small areas; 

2. Insufficient roadway and sidewalk space in the 
streets on which such buildings front; 

3. The ever-increasing number of pleasure and com- 
mercial vehicles without a corresponding increase in 
roadway space; 

4. Failure to provide a sufficient number of well- 
paved streets and to maintain them; 

5. Use of a portion of street space for the parking 
of vehicles, thereby reducing the space available for 
moving vehicles. 

Among the means which have been adopted by vari- 
ous cities for improvement of traffic conditions the fol- 
lowing are listed: 

1. Rerouting of street railway and bus lines; 

2. Elimination of left-hand and right-hand turns at 
certain intersections and in certain areas; j 

3. Control of pedestrian traffic; 

4, Elimination of parking, both partial and complete, 
in congested districts; 

5. One-way streets; 


R vane of street cars and buses, traffic con- 


6. Automatic signals with unit control; 

7. Electric signals manually controlled; 

8. Safety zones for street car passengers; 

9. Segregation of various classes of traffic; 

10. Creation of boulevards and through streets; 

11. Minor changes and improvements in roadway and 
sidewalk design; 


E23 PASSENGERS ALIGHTING _| 


Passengers Boarding and Leaving Street Cars in the Central 
Business District from 6 A.M. to 7 P.M. on a 
Typical Week Day in November, 1925 


12. The removal of obstructions from sidewalks and 
their full utilization, from building line to curb, for 
pedestrian traffic; 

13. Street opening and widening projects to secure 
an adequate system of major traffic and distributor 
streets; 3 

14. Construction of underground or overhead struc- 
tures for partial removal of street railway lines from 
the downtown district; 

15. Construction of subway or elevated railroads to 
provide rapid transit service, and 

16. Construction of pedestrian tunnels. 

The general plan of the downtown streets in Balti- 
more shows a great similarity to that of a century ago. 
As the city grew the streets were extended and homes 
were located along and adjacent to the major radial 
streets, following the expansion of the street railway 
system. The congestion in the central area, due largely 
to the construction of high buildings in the retail, finan- 
cial and wholesale districts, would be greater were it 
not for the accomplishment of the Burnt District Com- 
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mission in widening the streets after the fire of 1904. 
The City Plan Committee has done able work in pre- 
paring for the future by outlining a system of major 
streets and also in carrying to completion many im- 
portant widening and opening projects. The United 
Railways & Electric Company has extended its lines 
and increased its service to meet the demands of the 
growing population. Bus service has been introduced 
to supplement the street railway service. The routing 
of the lines has been in general of such a character as 
to require the least possible amount of transferring and 
also to follow closely old-established lines of travel in 
carrying passengers to and from the downtown district. 

Despite all the street improvements now under way or 
in contemplation, and despite the increases in street 
railway and bus service, the great increase in the use 
of the motor vehicle has brought about congestion in 
traffic movements throughout the city, and in the cen- 
tral business district in particular, which requires co- 
ordination and additional measures of traffic control 
so as to obtain the most effective use of the streets. 


GROWTH IN MoToR VEHICLES ENORMOUS 


Since 1915, the increase in the number of annual rev- 
enue passengers carried by the United Railways has 
been 42,000,000 (23 per cent) and in motor vehicles 
registered 61,000 (307 per cent). During 18 hours of 
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a normal week day 176,000 motor vehicles enter and 
leave the central business district, the corresponding 
number for the maximum hour of the afternoon rush 
being 14,000. Using the most accurate data available, 
and checking carefully with the experience of other 
cities, it is estimated that at the end of 1930 the num- 
ber of motor vehicles registered will be 154,000, and 
that the number of motor vehicles entering and leaving 
the central business district for the eighteen-hour 
period will be 308,000 and for the maximum hour 24,000. 

With this change in the situation imminent, the prob- 
lem is not only to relieve the conditions of today but 
to plan wisely for those of tomorrow. While the recom- 
mendations for street railway and bus routing and traf- 
fic control may appear radical and drastic, say the 
engineers, if nothing is done shortly to reroute the 
street car lines and effectively to co-ordinate traffic con- 
trol, these measures will seem mild when compared to 
the regulations required to meet the conditions five 
years hence. 

Rerouting of street railway lines in a large city isa 
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complicated matter, as the limitations imposed by street 
space, track capacity and service require that each line 
be fitted in carefully with the other lines to make a 
complete and workable plan. Obviously, no rerouting 
plan can be proposed that will exactly divide the bene- 
fits and inconveniencies for each one of the million daily 
passengers of the car lines and for the several hundred 
thousands of motorists who use the streets. The recom- 
mendations will benefit greatly the large majority of 
all persons using the streets and will be, if adopted, a 
long step forward to meet traffic conditions of the 
future, in the opinion of the engineers. 
A summary of the recommendations follows: 


STREET CAR AND BUS ROUTING 


(a) A detailed rerouting plan is given later in the 
report. In the most congested portion of the downtown 
district nearly 70 per cent of the turning movements 
made by street cars are eliminated and in the entire 
area bounded by Greene, Centre, Gay and Camden 
Streets the reduction in turning movements is 35 per 
cent. All traffic movements will be benefited by the dis- 
continuance of street car operation on Lexington, Sara- 
toga and Sharp Streets.~ _~ 

(b) A “limited stop” service which will decrease the 
number of possible stops during the rush hours only, 
from ten to about eight per mile, is recommended. Dur- 
ing the day from 9 a.m. to 4 p.m. and also during the 
night hours after 7 p.m. all present stops will be made. 
This change will not only decrease the traveling time 
of the vast majority of car riders but will also save 
considerable time for motorists. 

(c) The increase in traffic in the downtown district 
since 1916 has been such as to require a modification 
in the street railway service standard and it is recom- 
mended that the 15-minute period by which violations 
are determined be extended to a 30-minute period. 

(d) When street railway tracks are reconstructed 
in the downtown area realignment is recommended so 
as to remove a number of points of congestion by mak- 
ing a more equitable distribution of roadway space. 

(e) The shortening of the existing loop used by all 
bus lines entering the downtown district on Fayette 
Street is recommended, as well as the installation of 
new bus lines in parts of the city where transportation 
is now lacking, such as on Washington Boulevard and 
on Annapolis Boulevard. 


TRAFFIC CONTROL 


(a) The immediate installation of automatic signals 
is recommended at 14 intersections in the central busi- 
ness district and a later installation of the same type 
of signals at 64 additional intersections, making a total 
of 78. In the outlying districts of the city the instal- 
lation of automatic signals is recommended at 34 inter- 
sections and this number is to be increased to 76 by 
subsequent additions. 

(b) With the installation of the automatic signals it 
is recommended that measures be taken to co-ordinate 
the movement of pedestrian traffic with the signals. 
This is one of the most effective safety measures that 
can be adopted and it has a further advantage in that 
it facilitates the movement of all classes of traffic. 

(c) While there is no present need to prohibit park- 
ing throughout the day in a large portion of the down- 
town area, there is no doubt that traffic conditions would 
be improved if the present regulations were extended to 
cover a slightly greater area and the period of pro- 
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AUTOMOBILES 


4707 PERSONS 


Residential Distribution of 
59,654 Persons Employed 
in Baltimore’s Central Busi- 
ness District 
These charts, which were 

made from a survey of em- 

ployees in leading business 
houses, show classification in 
accordance with means of 


chart. 
ten persons. 


WALKERS 


499| PERSONS 


hibition in the afternoon advanced from 4:45 p.m. to 
4:15 p.m., and these changes are recommended. 

(d) Because of delays occasioned by the delivery of 
coal during the periods of heavy traffic movement, it is 
recommended that such deliveries in the downtown dis- 
trict be made at times other than during the morning 
and evening rush hours. 

(e) A change in the existing statutes and laws per- 
taining to traffic regulations is recommended so that 
all vehicles moving on street car tracks, in addition to 
street cars, shall be passed on the right. The change is 
desirable as a safety measure and also to facilitate the 
movement of traffic. 

(f) On many of the sidewalks and roadways in the 
downtown area there are numerous obstructions such 
as cellar entrances, light wells, steps, fruit and vege- 
table stands, etc. Such obstructions should be removed 
wherever possible. 

(g). The adoption of a system of through streets, in 
the interest of safety and improved traffic conditions, is 
recommended. For the initial step 18 streets have been 
selected and this number, by subsequent additions, 
should be increased to a total of 39 streets. 


MaAgsgor TRAFFIC STREET PLAN 


(a) The major street system designed by the City 
Plan Committee has been carefully studied in connec- 
tion with many traffic counts, surveys and observations 


transport used. 
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59,654 PERSONS 


of the physical conditions affecting the plan. As a re- 
sult of this work this plan as outlined, with a few modi- 
fications, is fully indorsed. 

(b) A system of inner distributor streets encircling 
the central business district is recommended, utilizing 
as far as possible existing streets of adequate: widths. 
The essential work can be carried on by progressive 
steps to meet the increasing traffic of coming years. 

(c) To supplement the inner system an outer dis- 
tributor street system is also recommended. The down- 
town street system cannot care for both the local and 
through traffic, and a convenient system of streets must 
be provided for the through traffic so that it may be 
defiected from the streets in the downtown area. 

(d) To insure adequate means of egress and ingress 
to the downtown district the widening, when possible, 
of a number of the existing arterial thoroughfares is 
recommended. 

(e) The widening and opening of both Howard Street 
and Franklin Street and the construction of the Frank- 
lin Street viaduct, together with certain streets con- 
necting with the inner distributor street system, are 
recommended. 

(f) The opening of an east-and-west street between 
North Avenue and Cedar Avenue which will connect 
the section of the city lying east and west of Jones 
Falls is recommended. 

(g) In the central business district the widening of 
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Pratt Street between Light and Paca Streets, together 
with some minor improvements, is recommended. 

(h) Some of the recommendations contained in the 
report of the Committee on Traffic (1923) are being 
earried out and a number are covered directly or in- 
directly in this report. Other important items of the 
1923 report are recommended. 


BALTIMORE’S POPULATION CONCENTRATED 


For a city having such a large population (at present 
estimated 790,000) Baltimore is unique in that so great 
a proportion of its people reside within a compara- 
tively short distance from the central business district. 
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Number of Vehicles Entering and Leaving the Central Business 
District of Baltimore from 6 A.M. to 12 o’Clock 
Midnight on Oct. 19, 1925 


Approximately 625,000, or 79 per cent, reside within a 
radius of 3 miles from Baltimore and Charles Streets. 
Recently there has been considerable development in the 
outlying residential zones, which has caused a small 
reduction of the population in the inner zones and a 
corresponding increase in the outer zones. The density 
of. population by mile zones is as follows: 


DISTRIBUTION AND DENSITY OF POPULATION IN BALTIMORE, 1925 


Zone Radius, Population Per Cent of Persons per Acre 
Miles Accumulated Totals City Total (Land Area Only) 

1 120,200 sane 64.8 

iz 435,100 55.0 60.4 

3 625,100 79.1 40,3 

4 693,400 87.7 25.9 

5 752,500 95.2 19.4 

City Limits 790,600 100.0 15.7 


Note: Circles centered at Charles and Baltimore Streets. 


The zoning regulations limit the height of buildings 
in the central business district to 24 times the width of 
the street on which they front. The average height of 
buildings in the district bounded by Franklin, Calvert, 
Lexington, Holliday, Pratt and Paca Streets is now 
four stories or about 52 ft. Under the zoning regula- 
tion enough additional high buildings could be con- 
structed to bring this average up to 17 stories or 180 
ft. Although the height regulation is as sound as in 
any other city a concentration of business activities four 
times greater than that of today is possible. The vol- 
ume of traffic on sidewalks and roadways which would 
result unless there were a corresponding increase in 
their width can scarcely be visualized. 
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The existing street railway system comprises some 
35 lines, the cars on 27 of which operate into and out 
In addition to the 
street railway lines there are three bus lines reaching 
this district, and several lines in the outlying districts 
where buses are used as feeders to street railway lines. 
In all, the United Railway & Electric Company operates 
415.8 single-track miles of street railway lines (60° of 
which are on private right-of-way and 18.5 on reserved 
portions of streets), 47.7 miles of bus lines and 6.6 
miles of trackless trolley. 

Of the 316,428,497 revenue and transfer passengers 
carried during the year 1924, 260,453,100, or approxi- 
mately 82 per cent, were carried on the lines which give 
direct service to the central business district. Of the 
remaining 55,975,397 passengers 2,095,223 were carried 
by shuttle service lines which are virtually extensions 
of lines operating to the central business district. The 
¢rosstown feeder lines carried 53,880,174, or approxi- 
mately 17 per cent of the total passengers. 

A count of the number of passengers boarding and 
leaving street cars in the central delivery district (the 
area bounded by Greene, Centre, Gay and Pratt Streets) 
was made during November.and the early part of De- 
cember, 1925. The chart on page 883 shows in diagram- 
matic form the total number of passengers boarding and 
leaving cars at each corner during the 13-hour period 
from 6 a.m. to 7 p.m. on a typical week day. It will 
be noted from this diagram that a large part of the 
delivery and pick up of passengers is made in a com- 
paratively small area. As a matter of fact, of the 
396,000 persons observed in the entire central district 
136,000, or over one-third, got on and off the cars in the 
area bounded by Howard, Saratoga, Charles and Balti- 
more Streets, which is about one-ninth of the area of 
the entire district. This indicates the necessity of op- 
erating a large number of cars on the tracks in this 
area if the patrons of the street railway lines are to be 
served conveniently. 

Revenue passengers increased gradually from 
155,000,000 in 1910 to a peak of 254,000,000 in 1920, 
decreasing to 224,000,000 in 1925. This falling off 
in revenue passengers can be attributed partly to a 
decline in post-war activities, partly to the increase in 
the use of passenger automobiles, partly to the use of 
second transfers and partly to the extension of zone 
fares. The number of revenue rides per capita served 
was 272 in 1925 compared with 254 in 1910 and 321 
during the peak year, 1920. This information is shown 
graphically in one of the charts. 

The quality of service has been well maintained. As 
a matter of fact, the seat-miles have been increased at 
a more rapid rate than the car-miles, which have kept 
pace with the number of passengers. The street rail- 
way system is being managed efficiently, but if the 
passenger traffic continues to decrease new methods of 
reducing the operating cost, in addition to those which 
have been put into effect during the past few years, will 
have to be employed. Among the possibilities that pre- 
sent themselves are rerouting, “limited stop” service 
during the morning and evening rush hours, provision 
of more cars of the type that will save time by making 
faster interchange possible, and the adoption of a 
method of selling tokens and of issuing transfers that 
will reduce delays in loading. 

Three of the railway’s bus lines operate to and from 
the downtown district. Two of these are operated on 
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a seat-for-every-passenger basis at a 10-cent fare. They 
do not compete directly with the cars. The Fayette 
Street bus line, largely controlled by the United Rail- 
ways, is operated in direct competition with the street 
vears. The latter could easily perform the service 
rendered by these buses. 

In addition to the local street cars and buses there 
are several interurban and interstate bus lines which 
take up considerable space operating over and standing 
in congested streets. The majority of the interurban 
bus lines operate from the city limits to various sub- 
urban communities. 


STREET TRAFFIC ANALYZED 


In order to obtain all pertinent facts with respect to 
street traffic conditions in Baltimore field surveys were 
made including (1) a cordon count of all vehicles and 
“passengers entering and leaving the central business 
district; (2) a count of vehicles at nearly all the inter- 
sections in this district; (3) a count of pedestrian traf- 
fice at principal points of sidewalk congestion; (4) a 
check of the speed made by automobiles on various 
streets; (5) a count of vehicles at principal intersec- 
tions throughout the municipal area, and (6) a survey 
of the speeds made by the principal street railway lines. 

The results of the cordon count are shown in one of 
the diagrams. An analysis of the count shows that out 
of a total of 206,653 vehicles, the division was: 


Type of Vehicle Number Per Cent 
PGUCCh OBUR een SoM Gc elsio ete lariva,s ashe doe wennd eicte » 19,138 952 
PASHOUGEN HITVOMODINCS) oa. de baci ee wraare on tnatemes 123,906 60.0 
ER RUA GT re cuicies IS rch 4 ee Ue ee ee a a 5,840 2.8 

COS SASS, SpE lee 4 Ss nena a ea 111 0.5 
Commercial motor trucks... ...55. 0066 esta awe cea ee 45,697 a2n2 
MAOTSC-ATAWM VEDUCIESiinciartee nicl cece cv scdlaetdene ees 10,961 553 


During the hours from 7 a.m. to 6 p.m., 160,120 - 


vehicles entered and left the central business district, 
an average of 14,556 per hour, and during the hour 
from 5 to 6 p.m., the maximum traffic hour of the eve- 
ning rush period, the number entering and leaving was 
16,566. The count shows that the large majority of 
commercial and horse-drawn vehicles, the slower mov- 
ing types, used the. streets in the southern portion of 
the district. Of a total of 56,658 commercial and horse- 
drawn vehicles 26,677 or an average of 2,223 per check- 
ing station crossed the 12 stations on the cordon south 
of Baltimore Street, while 29,881 or an average of 
1,428 per checking station, crossed the cordon at the 
remaining 21 stations north of Baltimore Street. This 
gives some idea of the value of the wider streets in the 
section along the wharves and docks and in the whole- 
sale district. 
During the 18 hours from 6 a.m. to 12 midnight, 
there were 749,376 persons carried on the various con- 
veyances, as follows: 


Kind of Vehicle Passengers Per Cent 
BAND GAMER AM ae nie cVeiaieieie tc cog! \e cd Sialessesaare a soo 511,389 68.3 
PP OOBOTIMORAIMOMODIICS, 6... ce ne = ye ee els ees 209,794 28.0 
WE Movi Wt rutin 2A ond on En 16,780 ene 
SPL AAD AN PR TEEN She )o fe ipso sous 4'o 3/4 cinidne a oe ege ti 11,413 1.5 
con ea) oy OSS Va 749,376 100.0 


The public transportation facilities, street cars, 
buses and taxicabs, carried 72 per cent and the auto- 
mobiles 28 per cent of the passengers. Comparing the 
‘number of passengers carried by street cars with the 
number carried by private automobiles it will be seen 
‘that the street cars carried 71 per cent and the private 
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automobiles 29 per cent during the 18-hour period. 
During the maximum traffic hour of the morning and 
afternoon rush periods, however, the street cars car- 
ried almost 44 passengers for each passenger carried 
by automobiles in the direction of heaviest traffic. This 
is shown by the following summary: 


— Passengers — Ratio of Street Ca 
Maximum Hour Street Cars Automobiles to Automobile 
7 to 8 a.m., inbound....... 39,631 8,721 4.54 
5 to 6 p.m., outbound...... 55,514 12,509 4.44 
Total cies acer 95,145 21,230 4.48 
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Traffic Flow at Intersections in the Central Business District, 
12 Noon to 6 P.M. on a Typical Week Day, 
October and November, 1925 


Similar cordon counts have been made in other cities. 
For comparison the results of these counts are compared 
with the count in Baltimore: 


Approximate Area 


Number of of District, 
City and Date Vehicles Square Miles 
St: Louis (August, 1925) 0.5.0. je pene os 138,366 0.99 
Baltimore (October, 1925).............--5 160,120 0.49 
Detroit (Sune 924) seo areteis bee a esate aes 197,967 0.58 
Los Angeles (November, 1923)............ 280,973 0.66 


The volume of vehicular traffic at the intersections 
in the downtown district of Baltimore between 12 noon 
and 6 p.m. is shown graphically in the diagram, on 
this page. Other charts, not reproduced, show the vol- 
ume on each street between intersections and similar 
data for the evening rush hour. It will be observed 
from the diagram that the traffic at the various inter- 
sections throughout this district was very evenly divided 
with the exception of the intersection along Pratt Street 
east of Charles, which were the heaviest, and the inter- 
section along St. Paul Street, which were heavier than 
those along any other north-and-south) street. The 
volume of traffic during the hour from 5 to 6 p.m. 
shows practically the same conditions, except that the 
traffic at the intersections along Cathedral Street was 
much heavier proportionately than during the other five 
hours of the count. 

Checks of pedestrians crossing the intersection of 
Lexington and Howard Streets and the adjacent blocks 
show that 50,510 pedestrians crossed the streets and 
that 21,802, or about 30 per cent of the 73,312 pedes- 


‘trians observed, crossed the streets adjacent to the 
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intersections, between blocks. This argues well for 
pedestrian traffic control, as jaywalking is one of the 
chief sources of accidents. 


STREET CAR SPEEDS LOW 


Many checks were made of street car speeds. The 
results are shown in a series of charts included in the 
appendix of the report. The speeds of cars outside the 
central district range from 6 m.p.h. to 16.4 m.p.h. The 
speed in the central business district ranges from 3.4 
m.p.h. on Charles Street between Saratoga and Lexing- 
ton to 12.9 m.p.h. on Calvert Street between Franklin 
and Mulberry. In general the speed of street cars in 
Baltimore is slower than that in most large cities. 
This is due to several factors, chief of which are the 
narrowness of the streets on which most of the lines 
are operated and the short distances between some of 
the stopping places. For the purpose of comparison 
the schedule speeds of street cars in a number of cities 
are given in the accompanying table. 


SCHEDULE SPEED OF STREET CARS IN VARIOUS AMERICAN CITIES 


City Average Speed, M.P.H. 
Baltimore 3) 
UBIO ee daa id ercions Stele atte 
Boston (surface lines only)... .. 
Chicago. ioc, Fe en eereiasc sgaea sae ato er tale ae eee ae 
Cincinnati 


NEW AROG (oe anys min’ ecesiae oy ete au ee eee ects ie eters 
Philadelphia (surface lines only) 
Pittshurghinismer teas steteres sakes 
San Francisco. 
Washington 


WY hOH-—USONUS 


In Baltimore the distribution of population is such 
that the time required for the majority of residents 
to travel from residence to place of employment or 
business would be comparatively short if the cars made 
the speed which it is possible for them to make with 
safety. Therefore, an increase in the speed made by 
the street cars must be one of the salient features of 
any plan to improve transportation service. The “lim- 
ited stop” service which is recommended in the report, 
it is stated, will do much to reduce the time spent on 
‘street cars. It should also be pointed out that the 
restriction on the speed of cars while crossing intersec- 
tions in the downtown district should be made less 
stringent. A time saving would thus result and the 
higher speed would be reflected in a somewhat better 
movement of all classes of traffic. 

With regard to the designation of one-way streets, 
the engineers hold that the possibilities of improving 
traffic conditions by creating additional one-way streets 
beyond the four now in use was given careful con- 
sideration and it does not appear that any particular 
improvement could thus be obtained. 


ROADWAY OBSTRUCTIONS 


Traffic is impeded and in turn causes congestion at 
quite a number of points in the downtown district 
because roadway space which should be used for moving 
traffic is occupied by traffic semaphores, push carts and 
temporary huckster and vendor stands. All of these 
have fulfilled a useful purpose in the past, but the 
increasing need for more roadway space due to the 
growth of the city and the constantly increasing ve- 
hicular and pedestrian traffic has brought about a con- 
dition where the space used by them would be more 
valuable to the city at large if it were kept free for 
the purpose for which it was.intended. A comparatively 
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small stationary object in a roadway diverts traffic from 
its course, retards its flow and causes congestion. The. 


congestion is more than proportionately increased when 


an entire traffic lane, and in some instances two lanes, 
is obstructed by such objects. Traffic congestion adds 
to the cost of operating commercial as well as pleasure 
vehicles and consequently increases the cost of doing 
business. Therefore all possible measures to prevent 
it should be taken, and among the first should be the 
utilization of roadway and sidewalk space for the pur- 
pose originally intended, by removing all obstructions 
to traffic therefrom. Traffic semaphores should be re- 
placed by more modern equipment and if possible other 
quarters should be provided for push carts and the 
like. In any event they should not be permitted to 
utilize roadway or sidewalk space. 

Sidewalks in the heart of the retail district are 
comparatively narrow. This is particularly true of 
those which carry the greatest volume of pedestrian 
traffic, namely, along Lexington Street. It is also true 
of the sidewalks along Charles Street. The complete 
utilization for pedestrian traffic of some of the side- 
walks, narrow as they are, is made impossible by cellar 
openings, light wells, doorsteps, waste paper boxes and 
kiosks. The time has arrived when the available side- 
walk space in the shopping district is being used at 
some time of the day up to the limit of its capacity 
and in some cases pedestrian traffic overflows into the 
roadway. Three measures can be adopted to meet this 
situation: (1) Set back the building line; (2) widen 
the sidewalk by reducing the width of the roadway, 
and (8) remove all obstructions from the sidewalk and 
utilize the full width from building line to curb for 
pedestrian traffic. Of the three, the last is the most 
practical and can be wholly or partially accomplished 
with comparatively little expense. 


CANVASS OF RESIDENTIAL DISTRIBUTION 
OF WORKERS 


It was decided to make a canvass of large groups 
of persons employed in the downtown district and sev- 
eral of the more important industrial districts so as to 
determine the modes of transportation used and whether 
or not the transportation facilities were so located as 
best to serve those using them. All members of the 
Baltimore Chamber of Commerce gave full co-operation 
in making the survey, and 112,642 persons answered a 
questionnaire. 

The means of transportation between residence and 
business places used by 79,831 persons engaged in the 
downtown district are shown in the accompanying table: 


MEANS OF TRANSPORTATION USED BY 79,831 PERSONS EMPLOYED 
IN THE DOWNTOWN DISTRICT OF BALTIMORE 


Central Business Total Downtown 


istrict Outer Area— District 
Persons Per Cent Persons Per Cent Persons Per Cent 

Street cars.......... 50;012 27925 11,895 70.2 615907 0 72.o 

URES: oes ihe SREB ct 1,816 2.9 165 1.0 1,981 235 

Totalign tae meee sion 1,828 82.4 12,0608 § 7:1e2 63,888 80.0 
Steam and interurban 

reilfoads:i2... Sy sie 595 1.0 181 1.1 776 1.0 

otal ocnseiiecee 52,423 83.4 12,241 °° °72;3 64,664 81.0 
Passenger autos..... 5,478 8.7 1,317 7.8 6,795 8.5 
Walkers.e 2 yn0e5. 4,991 79.9 3,381 19.9 8,372). 1025 

Grand total...... 62,892 100.0 16,939 100.0 79,831 100.0 


The outstanding fact shown by the table is that over 
four-fifths (81 per cent) of the persons canvassed used 
the collective transportation agencies. Those using 
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automobiles and taxicabs amounted to 8.5 per cent of 
the total and 10.5 per cent walked. In the outer area, 
the proportion of walkers is 24 times that in the central 
business district. This is due to the close proximity 
of residences to the outer edge of the downtown district. 

The same information is presented graphically in the 
set of maps of the city, with dots representing the 
distribution of the workers. The comparatively small 
numbers using individual means of transportation are 


quite evident. 


Similar data were collected for seven principal indus- 
trial districts. In general the same conditions hold 
as in the central district. Out of a total of 31,034 
persons counted 16,966 or 54.7 per cent used street cars; 
3889 or 1.2 per cent used buses; 32 or 0.1 per cent 
traveled by railroad; 2,264 or 7.3 per cent used auto- 
mobiles, and 11,382 or 36.7 per cent were walkers. It 
was also found that there is to a great extent an 
avoidance of superimposing the rush hour traffic of the 
outer industrial districts on that of the central business 
district. Of the 31,034 persons canvassed in the seven 
industrial districts only 8,000 or about 25 per cent 
are required to travel through the central district on 
street cars in going to and from work. 

* In the second article, to appear in a subsequent issue, 

the car routing and plans for betterment of traffic 
through improved control and a major traffic street 
plan will be discussed. 


Time for Ticket Sorting Reduced 


50 per Cent 


EPARATING of tickets from coins as they are 
received from fare boxes is a considerable: problem 
on most electric railways. In Erie, Pa., a shop con- 
structed blower device has reduced the time of sorting 
50 per cent. Tickets and coins as they come from 
the fare box are placed in the hopper of the machine 


Ticket and Coin Sorting Machine Used by the Erie Railways 


and a feeder shaft delivers them on top of a belt. As 
they drop from this belt to a lower one a blast of air 


_ blows the tickets out the far end of the machine, while 
_ the coins remain on the belt and drop down into a chute, 


which delivers them through an opening at the oppo- 
site end of the machine. The accompanying halftone 
shows the construction of the machine and the line 
diagram gives an idea as to its operation. 

A blower from a Peter Smith heater is used to sup- 
ply the air. It is driven by a 4-hp. motor. The motor 


shaft is also provided with a pulley which is belted to 
a countershaft directly underneath. From this coun- 
tershaft a belt leads to the driving shaft of the lower 
coin belt, and another pulley on this shaft is connected 
to the feeder. shaft. A pulley on the top coin belt 
shaft rests against this connecting belt and so is driven 
from it. 

The hopper is 18 in. diameter at the top and slopes 
to 6 in. diameter at the bottom. The feeder shaft 
passes through the bottom of the hopper and is pro- 


Diagrammatic View of 
Belts and Pulleys for 
Operating Coin and Ticket 


a 3 {_-Feed shaft 
Sorting Machine zi 


Driving 


Counter 
shatf---- 


vided with teeth which are welded onto the shaft in 
eight rows. The center teeth project 24 in. above the 
shaft and these slope toward the edge so as to conform 
to the curvature of the opening at the bottom of the 
hopper. 

In order to prevent coins and tickets from becoming 
lodged at the sides of the belt, wooden blocks overlap 
the belt for a space of ? in. on each side. There are 
also two cross wires provided a short distance from the 
bottom of a hopper, which, passing across the upper 
feeding belt, prevent coins from rolling and insure that 
they lie flat on the upper belt. Otherwise, it was found 
that the rolling coins might continue to roll along the 
lower belt and so pass out of the opening intended 
only for the tickets. To enable the operator to see 
what is happening inside and also for convenience of 
cleaning the machine, glass slides are fitted to the top 
of the machine through which the coins pass. 

In operation, the coins and tickets as they are fed 
from the hoppers are deposited on the top belt, which 
is 13 in. from the center of the hopper to the extreme 
end. The blast of air from the blower passes between 
the surfaces of the two belts and the tickets are blown 
out as they drop from the top to the lower belt, while 
the coins drop down to the lower belt, the top of which 
is 6 in. below the upper one. This lower belt passes 
over pulleys which have centers 27 in. apart, and its 
top travels in the reverse direction from that of the 
shorter belt. Coins as they drop from the upper to 
the lower belt are thus conducted back to the starting 
end of the machine and pass out an opening and fall 
into a basket underneath placed to receive the coins. 
The tickets, on the other hand, are blown out at an 
opening the opposite end of the machine and pass into 
a similar basket arranged underneath the opening at 
that end. The upper belt is made of canvas, since it is 
take-up bearing is provided at the far end of the lower 
belt to make certain this is kept tight should stretching 
of short length, while the lower belt is of leather. A 
occur. Standard Ford generator ball bearings are used 
throughout for all rotating parts. 
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Convenient Rack for 
Trolley Catchers 


RDERLY arrangement for the 
storage of trolley catchers being 
desirable, the Grand Rapids Railway, 
Grand Rapids, Mich., has provided 
each of its operating carhouses with 


of the car. In order to provide ad- 
ditional bolster guide surface and to 
damp out the rocking tendency of 
truck bolsters, P. J. Wood, superin- 
tendent of equipment, Erie Railways, 
Erie, Pa., is adding two angle plates 
to the truck transom with two cor- 
responding angle plates on the truck 


Racks Are Provided at Each of the Carhouses of the Grand Rapids Railway 
for Storage of Trolley Catchers 


a rack to hold the trolley catchers 
when they are not in service. This 
rack is made of 2 x 2 x }-in. steel 
angles. It has provision at the top 
for holding trolley catchers which are 
O. K. for service. A bin is installed 
at the bottom, in which bad order 
catchers are placed. These are re- 
moved from the cars and sent to the 
shop for repairs daily, being replaced 
by catchers in good condition. 


Added Bolster Guides 
Improve Car Riding 


HEN a car stops there is a 

tendency for the truck bolster 
to tip forward. Likewise, when the 
‘car starts, due to the acceleration of 
‘the motors, the tendency is for the 
bolster to tip backward. Bolster 
guides are therefore subjected to a 
considerable strain which causes 
wear at each stopping and starting 


bolster at each side of the truck. 
These extend upward for a distance 
of 6 in. and are 8 in. wide. Hard- 
ened steel wearing plates are bolted 
to the faces of each of these angle 
supports and a clearance of 0.020 in. 
is allowed between the faces of the 


wearing plates coming together from 
the truck transom and bolster. The 
accompanying illustration shows the 
installation “of these additional bol- 
ster guides on a Baldwin No. 77-18 
K truck. Their use has produced a 
great improvement in the riding 
qualities of the truck and also pre- 
vents the tendency of other truck 
bolts to work loose. 


Gage Checks Alignment of 


Bus Wheels 
By F. J. Foote 


Superintendent Motive Power and Equip- 
_ment Columbus-Dayton ‘Transportation 
Company,. Springfield, Ohio : 
AFETY and economy are never 
best served by tires that are im- 
properly aligned. This is so by rea- 
son of the facts that difficult steering, 
an enemy to safety, and rapid tire 
wear, an enemy to economy, are 
caused by wheels that have too little 
or too much “toe-in.” After trying 
many methods for determining wheel 
alignment, a gage was finally evolved 
in our shops that has proved satis- 
factory because of the accuracy and 
speed with which it can be used on 
certain models where ordinary gages 
cannot be used. 

The principle used is that of the 
parallel ruler, which depends on the 
theorem that opposite sides of a 
parallelogram are always parallel. 
The gage consists of two thin hard- 
wood straight edges connected at 
equidistant points with two links of 
equal length. If this device is ac- 
curately made the outer edges when 
parallel in any one position will be 
parallel in any other. 

The straight edges are made some- 
what longer than the full diameter 
of tires, so that they will extend be- 


Added Bolster Guides Have Improved the Riding 
Qualities of Trucks in Service by 
the Erie Railways 
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Wheel-Aligning Gage. 


Necessary “Toe-in” Is Indicated at A in Assembly Diagram. 


Steel bushing tight fit 


Detail of Clevis and Bolt 


Link 


Is Composed of Two Clevises and Section of Pipe Riveted and Welded Together 


yond the tires both ways. To use 
this gage one straight edge is held 
firmly against one tire as high up 
from the floor as possible (or against 
_the rim if same projects beyond the 
tire), then the other straight edge is 
carefully moved out against the op- 
posite tire (or rim). Unless the 
tires happen to be parallel this edge 
_ will touch the tire at one point only, 
while the other end of the straight 
edge will stand away from the tire a 
certain amount. As this measure- 
ment must necessarily be made at 
points below the wheel center, the 
amount that the straight edge stands 
away from the tire will be less than 
the amount of the toe-in. This is so 
because of the camber or “dish” of 
the wheels. 

It has been found that the best 
method is to determine with as much 


\ 


accuracy as possible just what toe-in 
gives the best results, then select a 
bus whose wheels have the exact toe- 
in required, apply the parallel gage 
to the wheels, noting down the 
amount that the straight edge stands 
away from the tire at one side. This 
need be done only once, as the setting 
will then be the same for all time 
unless it is desired to change the 
size of tires or the toe-in. 

After this gage is used a few 
times the mechanics will be able to 
judge the required opening between 
straight edge and tire by eye with 
sufficient accuracy so that a scale or 
other measuring device is unneces- 
sary. In practical use it is always 
advisable to apply the gage in at 
least two or preferably three places 
around the tires, taking as the proper 
“toe-in” an average of the readings 


/ 


Drilling a Truck Hanger in the Overhauling Shops of the Department of Street Railways, Detroit 


obtained to compensate for wheels 
or tires that do not run true. 

This should be done with the full 
weight of the bus on the tires, and 
it is preferable to move the bus 
forward a short distance before each 
measurement in order to take the 
slack out of tie rod joints and other 
parts. . Any good mechanic can 
build the gage, but great care should 
be exercised to get the bolt holes in 
the straight edges the same distance 
apart and the same distance from 
the working edges, also to get the 
bolt holes in the links the same dis- 
tance apart. The bolts should be 
lathe turned with a very close fit in 
both links and straight edges so that 
there will be no lost motion. 

As a final check for accuracy one 
straight edge should be placed on a 
level floor, the links held stationary 
in a nearly vertical position and the 
straight edges carefully checked for 
parallelism. 


Drill Press Convenient for 
Truck Overhauling 


RILLING and grinding of vari- 

ous truck parts have been facili- 
tated by a modern high-speed drill 
press and an emery wheel which 
have been installed in the truck over- 
hauling shop of the Department of 
Street Railways, Detroit, Mich. This 
has been found of particular benefit 
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in saving workman’s time, as other- 
wise the parts would need to be taken 
to the machine shop. Often the 
workman can finish the job com- 
pletely in much less time than would 
be needed to have the parts carried 
to and returned from the machines 
in the machine shop. 


== 


New Equipment 


Available 


\ Commutator Slotting 
Attachment for Any Lathe 


y NE of several types of com- 

mutator slotting devices recently 
put on the market by the Hullhorst 
Micro Tool Company, Toledo, Ohio, 
is a lathe type of particular interest 
to electric railway men. This is de- 
signed for attachment on any make 
of large lathe, and its simplicity of 
operation enables work of undercut- 
ting commutator mica to be done 
speedily and with ease. This par- 
ticular type of machine, known as 
No. 9, is mounted on the lathe by 
attaching the slotted angle plate at 
the bottom to the lathe carriage. 
The main upright, which supports 
the mechanism, is held to this angle 
plate by two cap screws. Rough ad- 
justment up and down to suit varying 
diameters of commutators is obtained 
by sliding the upright with the cap 
screws loosened. 

For accurate adjustment of the 
depth to which slotting is to be done, 
a depth bar gage fits to the upright. 
The lower arm of the undercutter 
slides on this depth gage, which 
serves as a rest to insure accurate 
work. The slotting saw or cutter is 
driven by a small motér through 
belting. Motors are furnished for 
operation on either a.c., 60-cycle, 
110-volt circuits or for d.c., 110-volt 
circuits. The motor is pivoted at the 
top of one swinging arm, and a pul- 
ley on the armature shaft provides 
for: belting to a countershaft and 
from this to a pulley on the cutter 
spindle. 

The cutter spindle is built into the 
lower arm of the machine. It has a 
tapering arbor ws in. diameter at 
the cutter end. The spindle and ar- 
bor are made of crucible steel lapped 
into bronze bearings. The disk mica 
cutter is placed on a screw at the 
end of the arbor. It is a mill-cut 
precision made cutter, which mills 
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Slotting an Armature by Means of the Undercutting Machine 
Attached to a Lathe Carriage 


out a clean smooth groove of uniform 
depth. 

In operation, the workman sets the 
cutter over the mica at the back end 
of the commutator and then pulls the 
handle toward him. Very little pres- 
sure is needed for cutting. When 
not in use, the swinging arms can be 
pushed up and the construction is 
such that they remain in the upward 
position out of the way, so that the 
lathe can be used for other work. 


Portable Cireular Saw 


F A size and character suitable 
for use in electric railway main- 
tenance shops is a portable floor type 
circular saw for woodworking which 
has been developed by J. D. Wallace 
& Company, Chicago, Ill. It may be 


New Circular Saw Suitable for 
Railway Use 


expected to relieve larger machines 
of considerable work so that both 
types can be operated to full capacity 
on the work for which they are best 
adapted. 

The motor and all working parts 
are built into the upper portion with 
the table and fences. Thus the top 
part is a complete self-contained 
bench type saw when lifted off the 
regular stand. A constant-speed air- 
cooled motor is directly geared to 
the saw spindle, thus eliminating all 
belts and their attendant troubles. 
The electric motor operates on either 
the lighting or the power circuit. 
It is started and stopped by means of 
a toggle switch located on the motor 
itself. 

A table of one-piece finished steel 
25 in. x 25 in. and fitted with a 
removable throat piece is provided, 


so that special saws, dado and cope. 


heads requiring a wider throat open- 
ing may be used. The machine is 
designed to handle the smallest and 
most delicate work with absolute ac- 
curacy and yet is sufficiently rugged 
to cut efficiently stock 24 in. in 
thickness. 

To cut various angles the saw is 
tilted instead of the table and it is 
possible to cut at any angle up to 45 
deg. with either ripping or cross- 
cutting saws by this tipping of the 
blade. Two cross-cut fences are pro- 
vided so that right or left hand 
mitring up to 50 deg. can be done, 
the angle being indicated on a degree 
plate located on each fence. Provi- 
sion is made for taking up any play, 
thus assuring accuracy. Both fences 
can be removed when not in use. 


a 
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Association News & Discussions 


Control of Inventories* 
By W. F. MAHER 


Storekeeper United Electric Railways 


UNDAMENTAL principles of store- 

keeping require the keeping of 
records in two forms, namely, the con- 
trol account and the unit record. The 
control account, known as_ general 
stores, material and supplies or some 
such term, simply reflects the aggre- 
gated valuation of material on hand at 
the closing of each accounting period. 
The unit, or individual card record, 


shows the quantity and value of each 


item, constituting the basis of perpet- 
ual inventory. While both the control 
account and individual record are essen- 
tial, they do not provide a means of 
quick analysis when there is a substan- 
tial fluctuation of the inventory, an 
increase in inventory always being 
disturbing from a storekeeping stand- 
point unless there is a known reason 
for such increase. 

To determine the cause of fluctua- 
tions and to maintain a better control 
of the inventory on account of the. vast 
sum of money represented, it is neces- 
sary to equip the stores system of 
accounting with controllers, slack ad- 
justers, shock absorbers and other pro- 
tective devices as follows: 

1. An annual physical inventory is 
taken. 

2. A card is kept in each bin or loca- 
tion showing receipts, delivery and cur- 
rent balance. 

3. A stock record card is kept show- 
ing on one side complete data embrac- 
ing requisition number and date, order 
number and date, quantity ordered, re- 
ceived and billed, amount of invoice, 
unit cost and firm from which purchase 
was made, monthly disbursement and 
annual inventory. The reverse side pro- 
vides for disbursement showing date of 
issues, department furnished, quantity 
and perpetual balance. 

4. A maximum and minimum quan- 
tity is established, where practicable, 
which provides for unit control. 

5. An actual count, where practicable, 
is made at each turnover before new 
stock is stored, at which time bin cards 
and stock records are checked and 
adjusted. With this method several 
physical inventories are obtained durin 
the year. 

6. A subdivision of stores by means 
of a logical grouping of material by 
classes. 

When we arranged our classification 
of material we endeavored, where pos- 
sible, to group in a class by itself 
material that in the ordinary course of 
events would be used by one depart- 
ment and chargeable to one operating 
account. This reasoning, of course, 
could not be applied to all material, as 
items such as bolts, nuts, screws, 
washers, etc., are used by all depart- 
ments and chargeable to sundry oper- 
ating accounts, so to cover these mis- 


cellaneous items a general division was 


incorporated. The classification con- 
sists of 42 classes divided into the fol- 
lowing major divisions: (1) track; (2) 
line; (8) structures; (4) equipment; 
(5) power; (6) general; (7) scrap; (8) 
containers. 

Receipts and disbursements are 
posted to the various classes: classes 
are balanced, and a stock report for- 
warded to the vice-president each 
month showing a summary of activities 
in each class for the month. A fluctua- 
tion in the inventory can be readily 
ascertained by an analysis of the 
various classes, and if fluctuation is due 
to seasonal requirements it will be 
evidenced in the classes affected. 

The reduction of the inventory, of 
course, is to a large extent dependent 
upon the control we have of the in- 
ventory, one being very closely related 
to the other. In order to facilitate the 
reduction of our inventory by reducing 
our obsolete and slow moving stock, we 
have set up another classification which 
is used when the annual physical in- 
ventory is taken and material inven- 
toried under the following captions: 


COMING MEETINGS 


OF 


Electric Railway and 
Allied Associations 


June 2-4—Canadian Electric Rail- 
way Association, annual convention, 
Quebec, Canada. 

June 9-16—American Railway 
Association, Mechanical Division, 
annual convention, Atlantic City, 
N. J. Car matters, June 9-11; loco- 
motive matters, June 14-16. 

June 10-11—Advisory Council 
conference electric railway execu- 
tives, Eastern region, starting 3 p.m. 
June 10, Engineering Societies Build- 
ing, 29 West 39th Street, New York 
City. 

June 21-25—American Society for 
Testing Materials, annual meeting, 
Haddon Hall, Atlantic City, N. J. 

June 25-26—New York Electric 
Railway Association, annual meet- 
cae ia Champlain, Bluff Point, 


June 28-July 2— Central Electric 
Railway Association, summer meet- 
ing, S. S. South American, Buffalo, 
N. Y., to Chicago, III. 

July 8-10—Midwest Electric Rail- 
way Association, annual convention, 
Brown Palace Hotel, Denver, Colo. 

August 12-13— Wisconsin Public 
Utility Association, Railway Section, 
La Crosse, Wis. 

Oct. 4-8—American Electric Rail- 
way Association, annual convention 
and exhibits, Public Auditorium, 
Cleveland, Ohio. 


Class A—New material; Class B—New 
material, obsolete; Class C—New ma- 
terial, inactive; Class D—Partly worn 
material; Class E—Scrap. In this man- 
ner we gather under one head all new, 
but obsolete material. Under another, 
our inactive or slow moving items, We 
endeavor by letter to heads of depart- 
ments and by. personal interview to 
ascertain if this material cannot pe 
used or substituted for material which 
would otherwise have to be purchased 
and representing an additional invest- 
ment. If we find that there is no place 
on our property where this material 
can be used, a report is sent to the vice- 
president setting forth the name of the 
material and book valuation and he in 
turn refers the matter to the purchas- 
ing agent, who endeavors to find an 
outside market for such material. If 
there is no market for this material it 
is then scrapped, metals salvaged and 
sold under the competitive bid system. 


Quantity Buying for Small 
Railways” 
By A. B. FULLER 


Purchasing Agent Union Street Railway, 
New Bedford, Mass. 


UANTITY or seasonal buying is 

undoubtedly practical on large 
properties where the turnover is rapid 
and large quantities of material are 
used, but in the case of small companies 
the financial saving is offset by two 
factors which must be considered, 
namely, depreciation of material and 
too long a tie-up of money. In general, 
small roads would do better to follow 
the hand-to-mouth policy. 

The buyer is frequently offered oppor- 
tunities to order supplies which will be 
delivered at hand-to-mouth intervals and 
invoiced accordingly and still take ad- 
vantage of quantity prices. However, 
unless he is buying on a very large 
scale, the saving is insufficient to 
counteract the cost of the clerical work 
involved in taking care of the several 
contracts. 

With stock now being carried almost 
at our door by the large supply houses 
and manufacturers, who are constantly 
striving to give better service, it seems 
no longer necessary to anticipate our 
standard material requirements two or 
three months in advance. The burden 
of carrying large stocks has been as- 
sumed by them and has made possible 
a great saving in interest on money 
which would otherwise be invested in 
supplies. For instance, we no longer 
find it necessary to buy our entire 
winter’s supply of armature coils in 
the fall. F 

It is the policy of our company to 
take advantage of all discounts, both 
in buying and discounting of bills. The 

*Abstract of a paper presented at a 


meeting of the New England Street Rail- 
way Club, Boston, Mass., May 6, 1926. 
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only disadvantage in this practice is 
that goods are very frequently paid for 
before they have been delivered, and if 
they are not satisfactory it is harder 
to adjust the matter than if the invoices 
had not been paid prior to the arrival 
of the goods. 

Quotations are requested by us on 
purchases involving large amounts. No 
definite policy is followed in awarding 
contracts, but they are usually awarded 
in accordance with the best judgment 
of the purchasing agent, quality usu- 
ally being of the greatest importance. 

It seems to me that in the case of 
small roads, having no adequate testing 
facilities or no means of getting our 
specifications, it is much better to rely 
upon the manufacturer, who, it is safe 
to assume, knows more about the article 
he is producing than the buyer, whose 
only guide must be the manner in which 
the material fills his requirements. 

We have found that, with our limited 
facilities and comparatively small re- 
quirements, goods can be purchased 
more cheaply than we can manufacture 
them. We confine our efforts in this 
direction to reclamation work and some 
small amount of manufacturing which 
is done in spare time. 


Material Gross Per Cent 

on Hand Earnings Ratio 
L920 ue $83,998.68 $1,724,902.98 4.8 
Gop Weer Sa 69,907.41 1,600,018.55 4.3 
£922 eit 52,491.40 1,606,395.66 4.2 
NS 23 Novaere ae 57,730.46 1,634,286.60 3.5 
1924 es 46.355.91 1,458,888.05 3.1 
19.26) ce 46,071.10 1,422,680.71 3.2 


We are fortunate in having our stock 
practically all under one roof and under 
the constant supervision of only two 
men. This has a tendency to keep the 
amount of supplies down to the mini- 
mum requirement, which eliminates the 
waste and unnecessary accumulation 
which is likely to occur on large prop- 
erties, where the supplies are distrib- 
uted over a large territory and they 
must be handled by a large number 
of men. 

During the last six years we have 
reduced the amount of money invested 
in supplies about 40 per cent by means 
of these practices. An additional re- 
duction has also been effected by im- 
mediately disposing of any obsolete 
material discovered in stock instead of 
carrying it from year to year, thinking 
we may use it some day, or depending 
upon inventory to bring it to light. 
In the rush of stock taking it is very 
likely to be overlooked. 

The accompanying.table shows the 
comparative ratio of supplies on hand 
to gross earnings of the Union Street 
Railway for a period of six years. 


Central Electric Railway Master 
Mechanics Meet 


IFTY-ONE delegates attended the 

quarterly meeting of the Central 
Electric Railway Master Mechanics’ 
Association which was held in Decatur, 
Ill., on May 13. E. B. Gunn, Wapa- 
koneta, Ohio, superintendent of equip- 
ment for the Western Ohio Railway, 
presided in the absence of Pierre V. C. 
See, who was kept away from the 
meeting by strike conditions in Akron, 
Ohio. 


J. D. Barnhart, superintendent of 
shops, Illinois Traction System, De- 
catur, entertained the delegates at a 
luncheon at the Hotel Orlando, and 
later the guests made a trip in the new 
buses of the Illinois Power & Light 
Corporation through the territory. The 
ride was arranged by courtesy of M. L. 
Harry, general manager of the cor- 
poration for the Decatur territory. 

Interesting talks were made _ by 
J. S. Y. Frelich, district manager of 
the Westinghouse Traction Brake Com- 
pany, on “Maintenance and Safety Fea- 
tures of Air Brakes,” and by J. D. 
Barnhart, who opened a round-table dis- 
cussion on public safety methods. The 
discussion on this latter subject brought 
out opinions that the electric railways 
are rapidly recovering from the tem- 
porary slump and are successfully com- 
bating the effect of the introduction of 
the automobile into the transportation 
field. E. J. Hoefler, technical repre- 
sentative of the Sherwin-Williams Paint 
Company, Cleveland, Ohio, discussed 
paints and lacquer systems. . 

The various representations from the 
different states were: Illinois, 24; Ohio, 
13; Indiana, 10; Missouri, 2; Pennsyl- 
vania, 1, and Michigan, 1. 


Standard Track Bolts and 
Nuts Proposed 


REPARATION of tentative stand- 

ards for track bolts and nuts have 
recently been completed by sub-com- 
mittee No. 4 of the sectional committee 
on standardization of bolts, nuts and 
rivet proportions of the American Engi- 
neering Standards Committee. These 
tentative standards are now being sub- 
mitted to the sectional committee for 
discussion and approval, after which 
they will be sent to the sponsor bodies 
for their approval. The prepared stand- 
ards are thus only in tentative form 
and are open for discussion and criti- 
cism by electric railways. Those in- 
terested in the new standard can ob- 
tain copies by addressing C. B. Le 
Page, assistant secretary American 
Society of Mechanical Engineers, 29 
West 39th Street, New York, N. Y. 

The sectional committee which is 
dealing with the standardization of 
bolts, nuts and rivet proportions con- 
sists of 49 men, representing twenty 
national organizations, among which is 
the American Electric Railway Engi- 
neering Association. The committee 
was organized in March, 1922, by the 
Society of Automotive Engineers and 
the American Society of Mechanical 
Engineers acting as joint sponsors, 
under the procedure of the American 
Engineering Standards Committee. Sub- 
committee No. 4, which -has compiled 
the standard, includes representatives 
from the largest steam railroads in the 
United States, electric railways and the 
leading manufacturers of track bolts 
and nuts. Clarence W. Squier, asso- 
ciate editor ELECTRIC RAILWAY JoUR- 
NAL, represented the American Electric 
Railway Engineering Association and 
served as chairman of the sub-com- 
mittee. 

Two types of track bolts are sub- 
mitted. These differ only in the shape 
of the neck, one neck being oval, while 
the other is elliptic. Nominal diam- 
eters over threads have been standard- 


ized so as to increase in steps of ve in. 
from 3 to 13 in. A large majority of 
the railways and railroads now use the 
oval neck type, but a few of the larger 
systems have gone to the elliptic neck 
as it offers certain advantages in pre- 
venting turning of the bolts. Where 
a change from present types of bolts 
used by electric railways is necessary 
in order to comply with the new stand- 
ard, it is considered advantageous to 
use the elliptic neck bolts. 

The proposed standards for track 
bolt nuts include three types, square, 
hexagonal and the Ideal recessed. 
Dimensions are also standardized for 
common and treated nuts. The track 
bolts and nuts have. either the Ameri- 
can National Standard form or Harvey 
grip threads. They may be formed by 
cutting, drawing or rolling. 


Buses Will Conserve Rail 
Investment, Says Reeves 


ECLARING that the steam rail- 

roads and electric railways had 
always arisen to the occasion in pro- 
viding transportation service demanded 
by the pzblic, Alfred Reeves, general 
manager National Automobile Chamber 
of Commerce, in an address before the 
New York Electrical League luncheon, 
held at the Hotel Astor, April 29, gave 
it as his opinion that the transportation 
interests would take up bus operation 
with increasing enthusiasm. 

“It is true,” he said, “that the electric 
railways were far too late entering the 
bus field, just as some of the railroads 
have been slow in entering the truck 
field. However, I think we ought to 
consider that it is hard to get men to 
take up hurriedly any new form of 
transportation. I have the feeling that 
mass transportation in the big cities 
will be moved by trolleys and subways, 
but that those trolleys and subways can 
supplement their service by buses, and 
that in many cases it will be cheaper to 
install buses in new territories and in 
some places have them replace some of 
the non-paying trolley lines.” 

Mr. Reeves declared that while he had 
a profound respect for any statement 
made by L. F. Loree, president of the 
Delaware & Hudson Railroad, he could 
not wholly agree with the statement 
made by Mr. Loree in his address to 
the St. Louis Chamber of Commerce 
recently, when he expressed the opinion 
that the country could wipe off the 
books the $6,000,000,000 invested in 
electric street and interurban railroads 
because the automobile bus and truck 
had placed them in the discard as effec- 
tively as steam railroads had killed the 
stagecoach during the last century. 
“Studies carried on by the National 
Automobile Chamber of Commerce,” he 
said, “have brought no such conclu- 
sion.” 

“Unfortunately,” Mr. Reeves declared, 
“too many of the trolley and railroad 
men have adopted buses and trucks in 
self-defense, rather than with enthusi- 
asm. Many even now would apparently 
be glad to see this development cut off 
by drastic legislation. To many of them 
this form of transportation is a step- 
child and they are more interested in its 
death than in its development. Not all 
tro'ley or railway men have taken this 
attitude, however. We are, of course, 
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in favor of proper regulation of buses 
and trucks. We advocate limited 
weights and limited sizes, but naturally 
we oppose, as any would oppose who 
are interested in transportation, the 
passing of legislation that would have 
to throttle rather than encourage such 
form of service to the public. Public 
opinion, which is the final arbiter after 
all, will demand buses and trucks.” 


Co-operative Colleges to Convene 
in Cincinnati 


OLLEGES and universities giving 
co-operative instruction in engineer- 
ing, commerce, architecture and other 
subjects have formed an association to 
further this form of education, The as- 
sociation will hold its first annual meet- 
ing at the University of Cincinnati on 
June 14-15. It was here the co-oper- 
ative system was originated by Dean 
Herman Schneider twenty years ago. 
Under the co-operative plan the stu- 
dents spend alternate periods at the 
university and at work in industry. 
While one student is in school his al- 
ternate is receiving practical training 
in some factory or office, and vice versa. 
In this way both the school and the 
shop are always fully manned. The 
theory learned in the classroom is thus 
applied in industry, and the problems 
which arise in industry are brought to 


' the classroom. 


Practically all types of manufactur- 
ing and construction enterprises have 
been used successfully in the training 
of co-operative students during their 
outside work period. Transportation 
and commercial organizations have 


Zs 


proved equally useful for the same pur- 
pose, and, more recently, co-operative 
relations have been established between 
the colleges and those industries in 
which art is a factor, such as jewelry, 
ceramic and textile works. 

The students profit by an opportunity 
to study technical problems at first hand 
and by access to the best modern equip- 
ment. The firms have the benefit of the 
enthusiasm and the analytical point of 
view brought into their organizations 
by student employees who are fre- 


‘quently able to contribute more than 


the satisfactory completion of the day’s 
work, 


International Conference at 
Barcelona, Oct. 10-16 


ATES for the next convention 
of the Union Internationale de 
Tramways de Chemins de fer d’Intéret 
Local et de Transports Publics Auto- 
mobiles have been definitely fixed for 
Oct. 10-16, 1926. It will be held in 
Barcelona, Spain. 
The program of the convention was 
published in ELrecrric RatLway Jour- 
NAL, Jan. 28, 1926, page 161. 


Internationaler Verein Selects 
Copenhagen for 1927 


Coe will have the next 
convention of the Internationaler 
Strassenbahn und Kleinbahnverein, to 
be held in June, 1927. An invitation to 
meet in Copenhagen has been received 
from the authorities of that city and 
has been accepted. The last meeting of 
the association was in Budapest in 1925. 


American Association News 


American Executive Committee Meeting 


Progress Reported on Convention Plans—Large Street Car Exhibit 
Expected—Special Car Report Completed—Second Advisory 
Council Conference Announced 


ROGRESS in the work of various 
committees was reported to the ex- 
ecutive committee of the American 
Association at a meeting held at asso- 
ciation headquarters on May 14. Pub- 
licity activity, national relations, plans 
for the coming Cleveland convention 
and the work of affiliated associations 
occupied attention during a busy morn- 
ing session. ° , 
Under the heading of publicity, J. W. 
Welsh, executive secretary of the asso- 
ciation, who outlined the work of the 
committee, reported that 70,000 book- 
lets covering the Indiana and New York 
bus’ situation had been. distributed 
throughout the country. In addition, 
more than 25,000 booklets containing 
the “daily dozen” recommended by Mr. 
Storrs and the address of Britton I. 
Budd delivered at the Indianapolis 
meeting of the Central Electric Railway 
Association have been distributed. 
Increase in company membership 
from 736 to 741 was reported by J. H. 
Hanna, chairman of the membership 
committee. There also was an increase 
in individual membership from 1,022 to 


1,060. This, according to report, rep- 
resents a total increase of 204 indi- 
vidual members since last October. 
C. E. Morgan called attention to the 
reorganization of the Public Service 
Railway company section, which re- 
cently held a meeting at which approxi- 
mately 200 were present. 


PLANS FOR CLEVELAND CONVENTION 


Progress on plans for the Cleveland 
convention was outlined by J. H, Alex- 
ander and F. C. J. Dell. At a meeting 
held in Cleveland a sub-committee of 
the exhibit committee approved a space 
diagram for the exhibit, which is being 
prepared for printing and distribution 
to the industry. The Cleveland con- 
vention committee held its first meeting 
recently and approved a form of con- 
tract with the association with some 
sight modifications. “A special sub- 
committee consisting of C. E. Morgan, 
B. A. Hegeman, Jr., and C. R. Ellicott 
was appointed by President Coates with 
power to act on the contract before the 
next executive committee meeting. 
Tentative commitments for approxi- 


mately 40 street car exhibits were re- 
ported. Plans are being made to in- 
tensively circulate the industry for the 
purpose of stimulating car exhibits 
during the convention. The matter of 
throwing the exhibition open to the 
public on one night during convention 
week was left in the hands of the Cleve- 
land convention committee, together 
with the question of charging an admis- 
sion fee for such public attendance. 
Tentative arrangements have been 
made with the Cleveland Orchestra to 
have it available for Tuesday night 
during the Advisory Council meeting 
if that plan fits in with the general 
convention program. 

Friday afternoon and Saturday morn- 
ing were designated by the executive 
committee as the proper time for visit- 
ing manufacturing plants in and around 
Cleveland. This plan was adopted in 
order to avoid having such inspection 
trips interfere with the program of the 
convention. 

M. B. Lambert, Mr. Storrs and Presi- 
dent Coates reported on the recent 
meeting of the U. S. Chamber of Com- 
merce at Washington. Mr. Lambert 
pointed out that the Chamber of Com- 
merce is becoming a leading spirit in 
guiding the destinies of American in- 
dustry, and emphasized the importance 
of the chamber’s work. He urged that 
railway executives become active in the 
chambers of commerce in their respec- 
tive cities. 

On the subject of national relations, 
C. L. Henry said that electric railways 
have been definitely exempted from the 
provisions of the railroad labor bill. 
He also said that according to the 
latest information available there has 
been no general hearing called on the 
question of the application of section 
15a to electric railways, although a 
specific hearing in the case of the In- 
terstate Public Service Company of 
Indiana has been set for May 25. 


To DESIGN ASSOCIATION FLAG 


T. W. Casey, C. C. Peirce and H. C. 
Clark were designated as members of ~ 
a special committee appointed to de- 
sign an association flag. C. R. Ellicott 
was authorized to arrange for a special 
association booth in the convention hall 
for the sale of canes with an appropri- 
ate A.E.R.A. ribbon attached. A spe- 
cial donation of $1,000 to the American 
Engineering Standards Committee was 
approved. This is in addition to the 
regular dues, amounting to $1,000 an- 
nually, paid by the association. 

An outline of the progress of work 
in the Engineering Association was 
given by C. R. Harte, president. This 
included work by the purchasing agents 
and storekeepers on the establishment 
of an obsolete material exchange. He 
secured authorization for the committee 
to send out a special questionnaire to 
obtain the sentiment of the industry 
regarding the establishment of such 
an exchange. Mr. Harte expressed the 
belief that the new procedure of ap- 
proving standards by letter ballot would 
help to eliminate the tendency toward 
perfunctory approval and subsequent 
failure on the part of member com- 
panies to adhere to standards adopted. 
He emphasized the importance of the 
co-operative work done through the 
American Engineering Standards Com- 
mittee. 

The committee approved general let- 
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ters to be sent out by the association 
giving the conditions of a speed con- 
test and public relations contest under 
the auspices of Electric Traction and 
Forbes Magazine, respectively. 

J. H. Hanna reported the consum- 
mation of arrangements with L. R. 
Nash to take over the work on depre- 
ciation formerly handled by Mr. Malt- 
bie. E. F. Wickwire, speaking on the 
program of the committee on co-opera- 
tion with manufacturers, said that the 
committee had decided to make its prin- 
cipal work for the present that of fur- 
thering interest in traffic congestion 
relief. Arrangements have been made 
to print the address of President Coates 
at the United States Chamber of Com- 
merce meeting for distribution to all 
manufacturing members of the associa- 
tion. 

Edward Dana, chairman of the 
committee on education, said that his 
committee is co-operating with the com- 
mittee on management and operation. 
Arrangements are being made to hold 
a typical foreman conference during the 
Cleveland convention. Two men from 
each of seven widely distributed com- 
panies wil! take part. 


REPORT ON IMPROVING CARS 
COMPLETED 


For the committee on management 
and operation, G. C. Hecker of the as- 
sociation staff reported general activity 
and announced that approximately 900 
copies of the book on modern methods 
and practices had been sold. Mr. 
Hecker also reported completion of its 
report by the special manufacturers’ 
engineering committee which has been 
studying the question of improving car 
design and reducing the number of 
types of cars which are required by the 
industry. This report was turned over 
to Mr. Storrs pending appointment of a 
committee of manufacturers’ executives 
to take charge of various phases of a 
general campaign looking to the im- 
_ provement of electric railway rolling 
stock. In a brief abstract of its work 
the committee indicated that it had made 
a study of various recent car types sub- 
mitted by manufacturers, and had 
reached the conclusion that the large 
variety of designs required in the past 
has prevented manufacturing economies 
from being accomplished. It was the 
opinion of the committee that agree- 
ment on the basic features of design 
would permit approach by manufac- 
turers to a quantity production basis 
through elimination of needless varia- 
tions in dimensions, weight and general 
arrangement. 

As a basis for agreement on funda- 
mental features the committee submit- 
ted plans of a city and an interurban 
car. These are intended to show that 
cars of the general types indicated may 
be adapted to meet conditions on vari- 
ous properties. Either car may be ar- 
ranged for one-man, two-man or com- 
bination one-man two-man operation. 
The designs are also adaptable for sin- 
gle or double-end service and for 
various seating capacities. It was the 
intention of the committee to provide 
for increased size by lengthening the 
body in window sections. Only three 
standard sized motors, namely, 25, 35 
and 40 hp., are considered necessary 
under average conditions. Twenty-six- 


inch diameter wheels were recom- 
mended. 

It was pointed out that the designs 
submitted may be. equipped with any 
known specialty or safety devices and 
that in adhering to the recommenda- 
tions, manufacturers are in no way 
limited in developing a distinctive prod- 
uct; that ingenuity may be fully exer- 
cised in the design of structural de- 
tails to reduce weight and that features 
to add comfort and attractiveness to 
passengers are optional with the indi- 
vidual builders. The committee rec- 
ommended prompt publication and dis- 
tribution of the report. It also urged 
that a referendum of the industry on 
the proposed cars be made to give a 
definite idea of the extent to which the 
recommendations may be made effec- 
tive on various properties. 


MopERN CARS EARN 13 To 65 
PER CENT 


Part 2 of the report contains experi- 
ence data on eight properties where 
modern light-weight cars have been in- 
stalled. Returns on the investment 
based on savings in equipment main- 
tenance, power and platform labor 
range from 13 to 65 per cent. Some 
properties also showed a gratifying 
gain in gross revenue, indicating that 
attractive new cars are important fac- 
tors in stimulating traffic. A bibliog- 
raphy of articles appearing in the tech- 
nical press on advantages of new cars 
is included in the report. In Part III 
interesting data concerning the pur- 
chase of cars since 1907 and a sum- 
marized statement of the age of equip- 
ment in service by five-year periods as 
compiled by ELECTRIC RAILWAY JOURNAL 
is presented. From an analysis of these 
figures the committee concludes that 
there are 25,000 cars in the industry 
that are more than twenty years old. 

A nominating committee for the 
officers of the association and five 
directors—two railway and three manu- 
facturers—was named by President 
Coates and approved by the executive 
committee pending acceptance. A reso- 
lution on the death of Randall Morgan 
prepared by a special committee, of 
which Mr. Shannahan was chairman. 
was read by Mr. Welsh. 


REGIONAL CONFERENCE ANNOUNCED 


Mr. Storrs announced a regional con- 
ference under the auspices of the Ad- 
visory Council for the Eastern terri- 
tory, similar to that held in Chicago. 
This meeting will be at the Engineering 
Societies Building in New York City 
on June 10 and 11. 

An invitation from Barron Collier to 
hold the next executive committee 
meeting on board his yacht on the Hud- 
son was accepted. The yacht will leave 
the dock at 79th Street and the Hudson 
River promptly at 10 am. daylight 
saving time on July 30. 

Those present at the meeting were 


as follows:— F. R. Coates, R. P. 
Stevens, Barron Collier. L. S. Storrs, 
Coma Hattemtdn 6. Hannah). eB 


Flowers, E. F. Wickwire, W. S. Ham- 
mond representing C. S. Hawley, C. E. 
Morgan, E. P. Waller, B. A. Hegeman, 
Jr., T. A. Kenney, M. B. Lambert, S. J. 
Cotsworth, C. R. Ellicott, J. W. Welsh, 
C. L. Henry, Edward Dana, F. W. Doo- 
little, G. C. Hecker, L. H. Palmer and 
J. H. Alexander. 


Advisory Council to Hold 
New York Meeting 


OLLOWING a meeting of the Ad- 

visory Council of the American Elec- 
tric Railway Association on the morning 
of Thursday, June 10, a general regional 
conference of executives will be held. 
This will be similar to the one held in 
Chicago last February for those in the 
central region. Invitations are being 
sent out to executives of electric rail- 
ways in the eastern part of the country. 
The conference will convene at 3 p.m. 
on Thursday and will continue through 
Friday. 

Matters of great importance to the 
industry as a whole and to each of the 
individual companies will be discussed 
by those actively engaged in directing 
the affairs of these companies. 


A.E.R.A. Elects Members 


INE applicants for company and 
associate membership and 46 for 
individual membership were elected at 
the meeting of the executive commit- 
tee of the American Electric Railway 
Association held on May 14. Following 
are the new company and associate 
members: 
OPERATING 
Anglo ,Argentine Tramways Com- 
pany, Ltd., Buenos Aires, Argentina. 


ASSOCIATE 


Ross W. Harris, consulting engineer, 
Madison, Wis. 


MANUFACTURER 


American Malleable Castings Asso- 
ciation, Cleveland, Ohio. 

Baltimore Copper Smelting & Roll- 
ing Company, Baltimore, Md. 

DeVilbiss Company, Toledo, Ohio. 

R. Roy Holden, Chicago, II. 

Larkin Company, Inc., Buffalo, N. Y. 

Martindale Electric Company, Cleve- 
land, Ohio. 

Railway Materials Corporation, To- 
ledo, Ohio. 


Bus Operation 


LIMINATION of a number of sub- 

jects from the list which the com- 
mittee on bus operation will present 
in its final report marked a meeting 
held at association headquarters, New 
York, on May 20. Customer owner- 
ship of stock in bus companies and 
methods of buying tires were among 
the subjects dropped. 

Advantages of establishing differen- 
tial rates for chartered bus service, de- 
pending on the need for the equipment 
in regular service at that time, were 
outlined. Types of equipment with 
reference to their suitability for various 
classes of service were discussed. Gas- 
electrics received particular considera- 
tion. Possibilities of carrying pack- 
ages, trunks, mail, etc., by bus were 
commented upon. 

Determination of fares and the 
problem of non-paying lines were dis- 
cussed at considerable length. The 
advantages of having the bus operating 
company carry its own insurance were 
brought out. 

Members present were J. B. Stewart, 
Jr., chairman; V. W. Berry, E. D. Drey- 
fus, Adrian Hughes, Jr., R. N. Gra- 
ham, S. W. Greenland, Alexander Sha- 
piro, C. D. Smith and R. H. Smith. 
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_ The News of the Industry 


Governor Against New Haven 
Control Bill 


Governor Fuller returned to the 
Massachusetts Legislature on May 13 
a bill petitioning the right of the New 
Haven road to acquire the securities 
and property of the New England In- 
vestment & Security Company. In so 
doing the Governor has halted, at least 
for the time being, the plan announced 
recently by the New Haven company 
for rehabilitating the Springfield Street 
Railway and the Worcester Consoli- 
dated Street Railway, properties which 
the New Haven planned to reconstruct 
if acquired under the provisions of the 
bill. 

In returning the bill the Governor 
authorized the statement that it seemed 
best for the public welfare to keep 
these two large street transportation 
systems free from railroad control. He 
further recommended that an amend- 
ment be added to the bill providing 
that all towns and cities served by these 
two transportation companies shall 
vote on the project of consolidation 
with the New Haven interests. 

If these amendments were adopted, 
it was pointed out, not only the New 
Haven Railroad, but the cities of 
Springfield and Worcester as well would 
be at the mercy of the smallest town 
now served: by either the Springfield 
or Worcester company. If the Board 
of Selectmen in any town, for political 
or other purposes, decided to force the 
railroad company to build an unprofit- 
able extension, it would have the 
power, under the proposed amendments, 
to prevent the carrying out of the rail- 
road’s plan to spend more than $1,000,- 
0Q0 in improving street railway trans- 
portation in Springfield and a similar 
amount in Worcester. 

In the form in which the measure 
went before the Governor the bill repre- 
sented the result of more than three 
months of study on the part of the 
railroad committee of the Legislature. 
It embodied an agreement on the part 
of every interest, including the stock- 
holders and bondholders of the railroad 
and of each of its subsidiary companies, 
and also of the officials of both Spring- 
field and Worcester. 

Notwithstanding these apparently 
very unfavorable developments, events 
took a turn at the last moment that may 
result in saving the legislation. After 
the bill had been held up by Governor 
Fuller and returned to the State Senate 
with suggestions and amendments that 
approval of the bill be subject not only 
to the city councils of Springfield and 
Worcester but also all other municipali- 
ties sharing the service of the two trol- 
ley companies, conferences concerning 
this change were held and were attended 
by Charles H. Beckwith, City Solicitor 
of Springfield; Senator George J. 
Chamberlain, Springfield; Mayor 
O’Hara and Senator Nelson, Worcester; 

. 


Senator Look for the railroad commit- 
tee, and George L. Barnes for the New 
York, New Haven & Hartford Railroad. 
Compromise was sought regarding the 
amendment. It was suggested that a 
majority of the other municipalities 
should suffice. Governor Fuller was 
willing to let it go if four-fifths of the 
cities and towns agreed. Later it was 
agreed by both parties that three-fourths 
of the municipalities served by the com- 
panies must accept the provisions be- 
fore the railroad can proceed with its 
development plans. 

It would appear now that this amend- 
ment is quite certain !to pass both 
houses of the Legislature. It is found 
that the Worcester and the Springfield 
trolley lines serve 49 cities and towns, 
which means that the plan will become 
operative unless vetoed by thirteen of 
these municipalities. 

Mayor Fordis C. Parker of Spring- 
field did not favor the amendment to the 
bill. He let it be known that the super- 
lative interest in the development lay 
with Springfield and Worcester. To 
him it did not seem right to make it 
possible for a group of small towns to 
hold the matter up. 


Bills for Track Removal in 
New York Approved 


A bill approved on April 16 author- 
izes the city of New York, with the 
approval of the Transit Commission, to 
acquire by condemnation the right to 
remove the street railway tracks from 
Central Park West and Highth Avenue, 
between 59th Street and 116th Street, 
the cost of such removal to be divided 
between the city and the owners of the 
property benefited thereby. The re- 
moval of these tracks would cut the 
Kighth Avenue Railway in two, but it 
is expected that the large damages 
which would be awarded the company 
in the courts will discourage the city 
from undertaking this plan. Moreover, 
the difficulties of determining the ex- 
tent of the benefits to be derived by 
adjoining realty would be great. The 
act is permissive only and the best in- 
formed do not believe the city will take 
advantage of the powers conferred 
by it. A somewhat similar act author- 
izes the city of New York to remove the 
street surface railway tracks from East 
59th Street between westerly lines of 
Second and First Avenues, Manhattan. 


One-Man Cars in Downtown Milwaukee 


State Commission Permits Test for Six Months—Cars to Be Painted 
Different from Others—More Cars Recommended for Use 
in Regular Service 


HE long-heralded order permitting 

the installation of one-man cars 
by the Milwaukee Electric Railway & 
Light Company, Milwaukee, Wis., on its 
Walnut Street line has finally been 
issued in favor of the company by the 
Wisconsin Railroad Commission. The 
new service will start on May 23. In- 
stead of being permanent in character 
there will be a six months trial or test 
period, inasmuch as it will be the first 
one-man car line to run through the 
downtown section. All the other simi- 
lar lines serve outlying sections. 

The operation of one-man cars will 
result in more frequent service. The 
twelve cars now operated in the morn- 
ing will be increased to sixteen and 
the sixteen now operated in the after- 
noon will be increased to 21. The same 
number of extra trains in rush periods 
will be provided as heretofore on this 
line. Because of their sole use in the 
downtown section the new cars will be 
painted a brilliant orange with a white 
band of cream around them in order 
that they may be easily distinguished 
from the yellow two-man cars. They 
will be the first city cars to be equipped 
with imitation gray suede seats. 

The commission’s order was_ the 
climax of many months of argument, 
in which city officials, civic organiza- 
tions and patrons of the line opposed 


the extension of this type of car through 
the downtown area. 

Coupled with its one-man car order, 
the commission also made public the 
results of its extensive report covering 
a general survey of railway service 
conditions in Milwaukee. It is one of 
the most comprehensive reports ever 
issued by the commission and represents 
a study of service conditions throughout 
the city for the past several months. 
This report will be made the basis of 
another hearing. Some of the commis- 
sion’s recommendations for providing 
more dependable and frequent service 
throughout the city were: 

That 70 or 75 additional cars be pur- 
chased and placed in service, 21 to take 
care of inadequacies shown in the check 
of service, 24 to fill in because two-car 
trains fail to carry the loads at which 
they are estimated in the specifications, 
fourteen to provide additional service 
beyond turnback points on nine or ten 
lines, five to allow for cars in shops for 
repairs and a margin of six to ten cars 
to allow for readjustments in schedules 
which the dispatcher foresees will be 
necessary to allow greater running time 
on some lines. The report further rec- 
ommended the double-tracking or ex- 
tension of the Mitchell, Burnham, 
Taste Street and Oakland Avenue 
ines. 
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The commission found that single 
cars handled the crowds faster and 
moved more rapidly than the two-car 
trains. 

Other recommendations made by the 
commission were that safety zones be 
lengthened to permit several cars to 
load, particularly where traffic is regu- 
lated by automatic signals, and that 
action be taken to stop the practice of 
automobiles parking so close to street 
car intersections as to interfere with 
the loading and unloading of passengers. 


Coffin Award for Another 
Insull Property 


The largest metropolitan electric 
lighting and power system in America 
received the 1926 Coffin award for 
meritorious public service when at the 
N.E.L.A. convention at Atlantic City 
during the week ended May 22, this dis- 
tinction was bestowed upon the Com- 
monwealth Edison Company, Chicago. 
Customer ownership, public relations, 
commercial activities, engineering de- 
velopments and industry co-operation 
were some aspects of service in which 
the company was held to excel. 

The Commonwealth Edison Company 
has more than 850,000 customers, a gen- 
erating capacity of nearly 900,000 kva. 
and during 1925 produced more than 
3,000,000,000 kw.-hr. of energy. 


One Big Union at Winnipeg 
Seeks Government Aid 


The one big union unit of street car 
men at Winnipeg, Man., has applied to 
the Dominion government for a board 
of conciliation, under the industrial 
disputes act, to investigate the situation 
which has arisen due to the actions of 
the Winnipeg Electric Company in re- 
fusing to negotiate an agreement with 
the one big union unit. 

The company has signed an agree- 
ment with the Amalgamated Associa- 
tion, Division 99, granting an increase 
in pay of 13 cents an hour to one-man 
car operators and an increase of 64 
cents an hour to bus operators, putting 
both these employees on the same wage 
basis. 

The previous agreement of the com- 
pany with its men was signed in 1922 
between the company and a committee 
representing the motormen and conduc- 
tors, but during the past twelve months 
the “One Big Union,” which is a com- 
munistic organization, has obtained 
control of this committee. When the 
agreement expired on April 30 the 
company took the stand that it would 
not negotiate an agreement with any 
body of men whose affairs were con- 
trolled or whose actions were influ- 
enced by the one big union. If the 
men will eliminate O. B. U. influence 
the company will grant them the same 
agreement the Amalgamated has ob- 
tained. 

This, in brief, was the situation on 
May 18. Up to May 21 there had 
been no further developments, but 
there appeared to be a possibility of 
the government appointing a board of 
conciliation during the week commenc- 
ing May 24, 

The company employs about 900 men 
on 115 miles of road. 


Month’s Delay in Albany 
Fare Case 


A hearing was held’ by the Public 
Service Commission on May 14 at which 
the United Traction Company submitted 
valuation figures in the matter of its 
application for a 10-cent fare or thir- 
teen tokens for $1 as an increase over 
the present 7-cent fare. A delay of 
one month has been granted by the 
Public Service Commission to enable the 
city of Albany, N. Y., to study the fig- 
ures submitted by the company. In the 
interval a separate hearing will be 
granted on the Troy situation and the 
commission will pass on the arguments 
made by Troy that the commission is 
powerless to grant increases in fare on 
the company’s lines in Troy because of 


a law passed by the Legislature desig- 
nated to limit Troy fares to that speci- 
fied in franchises granted by the city. 

James B. McMartin, chief engineer of 
the Delaware & Hudson Railroad, who 
supervised the making of the United 
Traction Company inventory, testified 
that the values indicated were of Dec.. 
31, 1925. He gave the final value of the 
entire United Traction plant, the cost 
to reproduce it as of Dec. 31, 1925, as 
$18,350,374. The cost of the company’s 
Albany plant is estimated at $5,035,352. 
Figures for some of the other com- 
munities follow: Rensselaer, $261,- 
188; Menands, $231,946; Colonie, $71,- 
510; Watervliet, $1,103,867; Waterford 
(town), $164,978; Waterford (village), 
$93,919; Cohoes, $706,261; Green Island, 
$280,885; Troy, $3,597,404. 


‘Migiapal Men Seek Wage Change 


Employees Want Scale Calling for 7 Cents an Hour More than that 
Now in Force—Full Statement of Demands as Presented 


MPLOYEES of the local Depart- 
ment of Street Railways at De- 
troit, Mich., have requested a confer- 
ence with department officials on a pro- 
posed.new wage schedule calling for a 
general increase of 7 cents an hour for 
platform employees. The new wage 
schedules include for the first time 
carhouse employees, embracing car 
sweepers, washers and pit repair men. 
The demands were presented by a com- 
mittee representing Local No. 26 of the 
Amalgamated Association. The present 
wage agreement expires on June 1. 
Exceptions to the flat increase of 7 
cents an hour are made in the cases of 
the platform employees for the first 
six months of service, who are sched- 
uled to receive an increase of 5 cents 
an hour; for the second six months, an 
increase of 6 cents an hour is provided, 
and for one-man car and motor coach 
operators and owl car and snowplow 
platform operators an increase of 5 
cents an hour is proposed. The new 
schedules provide the following rates: 


Cents an Hour 


Kirst! six mionthaingemenrigicntes 22s). 70 
Second! six months.....-.....-5.+ 75 
Thereafter?) re itennsetaieaade «os. =". 80 
One-man car and moior coach 

operators... te 85 
Qwliear mens jean ; 88 
Overtimeit.... 0s rare Se $1.00 
Overtime for one-man car and 

motor coach operators......... $1.05 
Snow plow service............:.. $1.00 


Minimum platform men’s wage... 
Instructors, 50 cents a day in addition to regular 
wages. 


The schedules for the new services 
covered by the union:scale were an- 
nounced as follows: 


Cents an Hour 


Construction car platform men.... 80 
Laborers in construction yard. :... 62 
Yardmen, carhouse men sweepers.. 62 
Pitmen: gasses Meee tne «ny cos s-< 82 
Pitmen’s helpers, first six months. . 67 
Thereafterssc, cease on oc 72 
Controtlertmensnveeeearc eer: «sc. 87 


General repair men...... ' 
Fare box imen.se yates ssa 
Pump men, see tees «see 
Janitors,: 4 ijcninenenehtetaaine = oes ert 
‘Watchmen sn pment ee ave halen 
Station cashiers....... 
Garage repair men 
Garage helpers... . 
Coach cleaners 


$185.00 a month 
$185.00 a month 
62 


62 
$155.00 a month 
wimles< 87 


eae 80 
62 


The schedule committee wants a re- 
vision of Schedules which would shorten 
the-working day by the time between 
runs when the men are idle. Schedules 
are desired giving the men as nearly as 
possible straight working hours without 
split runs. 
scheduled runs where the time is in 
excess of eleven hours, platform men 
shall be paid 25 per cent more than the 
regular wage for the first hour and 50: 
per cent more for the second and third 
hours. No run is to exceed fourteen 
hours. 


TRIPPER RUNS A PROBLEM 


Runs less than six hours in duration 
are to be considered tripper runs and 
are to be paid at actual platform time 
except that no tripper run shall be less 
than two hours. 
runs is limited to 5 per cent of each 
given schedule. 

It is provided that in case any elec-° 
tric line is motorized, the men employed 
on the line shall be placed on other 
lines without loss of seniority rights. , 

Regular men whose runs terminate 
after midnight are not to be asked to- 
report the next day before 10 a.m. 

The regular rate for an eight-hour 
day is to be deducted for absence. Other 
provisions include a seven-day vacation 
with pay every year after the first six 
months’ service, and a ten-day vacation 
every year for fare box men, with every 
second Sunday off. Station cashiers. 
are to be allowed ten days’ vacation a 
year with every third Sunday off. 

A statement attributed to officials of 
the local division of the union says 


D.S.R. platform men are 99 per cent | 


unionized. Car sweepers, pitmen, car 
washers and carhouse employees have 
been invited to meet a committee ap- 
pointed to discuss wages and working 
conditions intended to apply to the plat- 
form employees. 

Aside from fixing wages the agree- 
ment provides that in case of grievances 
and disputes platform men are to be 
permitted to be represented in hearings 
by the representative or representa- 
tives of the employees chosen by the 
associated employees. This term “asso- 


ciated employees” is used by the men. 


to designate their union, 


It is suggested that on. 


The number of tripper: 


Petes 


— 


May 22, 1926 


ELECTRIC RAILWAY JOURNAL 


899 


Richmond Franchise Adopted 


Without a dissenting vote and with 
no material amendments which affect 
the future operation of. the Virginia 
Electric & Power Company, the pro- 
‘posed blanket traction franchise has 
been adopted by the Richmond Common 
Council just as it came from the streets 
committee with the approval of that 
body. It is probable a special meeting 
of the Board of Aldermen will be called 
to dispose of the measure. 

The franchise is acceptable to the 
Virginia Electric & Power Company. 
That company’s “surrender instrument” 
was read and approved by the Council. 
The instrument recites the manner in 
which the company’s property is to be 
transferred to any other company that 
may obtain the franchise when it is 
offered for sale. It is to surrender all 
existing franchises and is required to 
sell to the purchaser its property at 
a valuation fixed at $9,491,084, slightly 
less than the amount allowed by the 
State Corporation Commission when 
that body fixed the present rate of fare. 

The company, under the provisions 
of the franchise, is to pay upon its 
gross receipts as a tax, a certain sum, 
beginning with 5 per cent and grad- 
ually dropping annually until within 
ten years such tax shall amount to 
3 per cent, at which figure it is to 
remain until the expiration of the 
franchise. It is also to pay for paving 
between its tracks and 2 ft., on each 
side, and agrees to turn over to the 
city any of its viaducts within a period 
of five years at no cost to the city. 
Permission is given the company to 
extend its service in several directions 
by the laying of new tracks and to 
augment its present fleet of passenger 
buses. The company may at some 
future date be required to install an 
underground system on Board Street, 
and it was provided that the city might, 
whenever the necessity arises, require 
the removal of the one-man cars. 

A $1,500,000 improvement program is 
planned for this city by the Virginia 
Electric & Power Company. Fifteen 
passenger buses will be added to the 
present fleet and fifteen new street 
cars, representing an outlay of 
$200,000, have arrived in Richmond to 
augment those already in operation. 


Akron Interurban Service 
Under Way 


Interurban cars are now running be- 
tween Akron and Massillon on the 
Northern Ohio Power & Light Company 
system. The first interurban car 
started between Canton and Massillon 
on May 18. Massillon officials dug up a 
twenty-year-old ordinance which pro- 
vided that interurban men must have 
nine days training in the city before 
they could operate cars in the city. 
Some crews operating cars were ar- 
rested, but the company kept on operat- 
ing. 
The first serious strike disorders in 
Akron occurred on May 20, when the 
Northern Ohio Power & Light Com- 
pany began interurban operation be- 
tween Canton and Akron. Strikers 
smashed windows in nine Canton city 
cars and tried to wreck an interurban 
mail train near North Canton. The 


company obtained a temporary injunc- 
tion in the federal court of Cleveland 
against Patrick J. O’Brien, vice-presi- 
dent of the Amalgamated Local. 
Federal officials are also planning to 
take action against men involved in 
the attempted wreck of the mail train. 
Despite disturbances, the interurban 
ears kept fairly well on hourly sched- 
ules during the day. At night the in- 
terurbans are shut down. 

The union men admit their cause is 
lost in Akron and Canton, but pin their 
hope to the Akron-Cleveland interur- 
ban. They declare that is the division 
upon which they hope to win. Just 
when the company plans to open its 
Akron-Cleveland line has not been fully 
determined. No early attempts will be 
made to operate cars in Massillon. The 
company had applied to the city before 
the strike for permission to abandon 
its city system. The company is in no 
hurry to operate its interurban line 
south of Massillon for the reason that 
the line has been losing money for 
years. Arrangements have been made 
with other operators for the establish- 
ment of a bus line in that territory. 

Edward McMorrow, who has been 
handling the strike situation for the 
Amalgamated, has been replaced by 
P. J. O’Brien, another vice-president. 


Franchise Agreement Defeated 

in Omaha 

Citizens of Omaha, Neb., by a vote of 
about 5,000 at the election held on May 
13 defeated the proposed franchise 
agreement between the city of Omaha 
and the Omaha & Council Bluffs Street 
Railway. The ordinance covering the 
new agreement was passed by the City 
Council on March 30. It provided for 
neither an exclusive nor perpetual grant 
as to buses or street railway system or 
both. Right was reserved to the city 
to acquire the property and take over 
its operation. 

For a number of years there has ex- 
isted between the city of Omaha and the 
Omaha & Council Bluffs Street Railway 
a difference of opinion as to the dura- 
tion of the company’s principal fran- 
chise in Omaha. The city contended 
that this franchise expired in 1928, 
while the company was advised by its 
attorney that the franchise was per- 
petual. The city further held that the 
company’s right to make extensions had 
already expired. With this uncertainty 
regarding the matter everything was 
at a standstill and would have to remain 
so until there was an adjudication by 
the courts or until the question was dis- 
posed of in some other way. After 
careful consideration the company de- 
cided that it would be far better, both 
from the standpoint of the city and from 
the standpoint of the company, to ne- 
gotiate for a new franchise rather than 
to litigate the matter. 


Rates Reduced on 
Massachusetts Line 


The Atlantic Improvement Associ- 
ation, Atlantic, Mass., has won its 
fight for reduced fare rates in the 
Squantum-Atlantic section from the 
Eastern Massachusetts Street Railway. 

The Improvement association, repre- 
senting citizens of the town and headed 


by Joseph M. Goode, Jr., objected to the 
10-cent fare rate in Atlantic. The rail- 
way did issue a commutation fifteen- 
ride ticket for $1, or 0.0667 cents per 
ride. This ticket, however, could not 
be used in the Atlantic-Squantum dis- 
trict. 

The board of trustees voted to make 
fares on the Squantum line from the 
end of the line at Squantum to Atlantic 
depot, 10 cents cash or one punch on 
the Quincy fifteen for $1 ticket. From 
the end of the Squantum line to Quincy 
Square 15 cents cash with a free trans- 
fer privilege at Atlantic Depot, or two 
punches on the fifteen for $1 ticket, one 
punch to be made between Squantum 
and Atlantic Depot and another punch 
between Atlantic Depot and Quincy 
Square. The cash fare between the end 
of the line at Squantum and Neponset 
will be still 19 cents, with a free trans- 
fer at Atlantic Depot. 


Suggestions by Chicago Railways 
to Be Received 


Chicago is about ready to listen to 
the proposals for a franchise settle- 
ment made by Surface Lines officials 
and the seven committees representing 
the security holders. The ordinance 
which has been under consideration by 
the committee on local transportation 
of the City Council reflects the attitude 
of the city alone. 

It is understood that when all the 
differences are ironed out, a new ordi- 
nance will be drafted and submitted to 
the voters next November. 

The report of the Citizens’ Advisory 
Subway Comrnittee, which was ap- 
pointed to induce downtown property 
owners to agree to voluntary assess- 
ments to pay the cost of a proposed 
subway, is expected in the next few 
days. Practically 80 per cent of the 
property owners in the Loop district, 
it is stated, have already signified their 
willingness to stand assessment for this 
purpose. 

Assurance has been received from 
Major R. F. Kelker, Jr., the committee’s 
engineer, that the technical parts of 
the separate ordinance for the subway 
lines will be completed in about four 
months. The question of unification of 
elevated, surface and subway lines will 
be taken up after the terms of the 
surface and elevated ordinances have 
been arranged. 

Rather than accept the $152,500,000 
which was represented as the valuation 
of the Surface Lines in the traction 
ordinance defeated last year, or any 
other previous estimate, the committee 
has decided to leave the question open 
until officials of the company can present 
their position. The committee approved 
and inserted in the tentative ordinance, 
however, the present requirement that 
the companies set aside 8 per cent of 
their gross income for a depreciation 
and renewal fund. 

Objection has been expressed in com- 
mittee sessions to the suggestion that 
the companies be relieved from the ob- 
ligation to pave and clean the part of 
the streets occupied by their tracks, 
but no definite agreement has been 
reached on this. 

Talk of subways has been revived by 
the incorporation of the Chicago Tube 
Transit Company by W. J. Newman 
and associates. 
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New York’s Governor Approves 
Thayer Bill 


Governor Smith of New York has 
signed the Thayer bill as chapter 846 
of the laws of 1926 amending sub- 
division two of section 54 of the public 
service commission law, in relation to 
the purchase and holding by a corpora- 
tion, organized under and pursuant to 
the provisions of the transportation 
corporations law, of the capital stock 
of another corporation so organized. 

The public service commission law 
now provides that no railroad corpora- 
tion, street railroad corporation or 
electrical corporation, domestic or for- 
eign, shall hereafter purchase or 
acquire, take or hold any part of the 
capital stock of any railroad corpora- 
tion or street railroad corporation or 
other common carrier organized or 
existing under or by virtue of the laws 
of this state, unless authorized so to do 
by the commission empowered by this 
chapter to give such consent. 

It further provides that no stock 
corporation of any description, domestic 
or foreign, other than a railroad cor- 
poration, or a street railroad corpora- 
tion, shall purchase or acquire, take 
or hold more than 10 per cent of the 
total capital stock issued by any rail- 
road corporation or street railroad cor- 
poration or other common carrier, 
organized or existing under or by 
virtue of the laws of New York state. 

In his memorandum approving the 
bill Governor Smith said: 

This bill proposes to include corporations 
which own or operate a stage, omnibus or 
other vehicle line or route which is now 
under the jurisdiction of either the Public 
Service Commission or the Transit Com- 
mission, 

When the original public service commis- 
sion law was enacted, motor-driven stages 
and buses were not in common use. Today 
they are gradually being accepted as the 
modern means of transportation both inside 
and outside of our large cities, and should, 
therefore, be brought under the control and 
regulation of the Public Service Commission. 


For the above reasons the bill is ap- 
proved. 


Survey and Bus Extensions in 
Sacramento Planned 


The Pacific Gas & Electric Company 
recently began a survey of its Sacra- 
mento, Cal., railway service for the 
purpose of submitting a definite plan 
of bus line extensions based on a 7-cent 
fare. This action was agreed upon be- 
tween Councilmen and heads of the 
company. It is said that the company 
officials, even if they are successful in 
securing fares, are unwilling to consider 
railway extensions. 

Wigginton E. Cress, president of the 
company, said he blamed the automo- 
biles for the failure of the company to 
make the street railway business a pay- 
ing venture. He said his company was 
losing money, but it was willing, as an 
experiment, to try the buses further, 
provided it could obtain additional reve- 
nue. He said he was not at all certain 
that an increase in fares would solve 
the problem. 

The car and bus miles operated in 
1925 were less than in 1920, being 
3,233,015 in 1925 and 3,320,454 in 1920. 
The company had charts to show that 
revenues were $13,000 less last year 
than in 1924, but gross expenses were 
cut about $47,000. If the company’s 
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plans meet with the approval of the 
city authorities they say they will back 
the company before the Railroad Com- 
mission in an attempt to secure higher 
fares. 


Franchise in St. Louis About 
Ready to Be Discussed 


The service-at-cost ordinance for the 
St. Louis Public Service Company, 
which will succeed the United Railways, 
St. Louis, Mo., when the property of the 
latter company is sold under foreclosure 
proceedings, will be presented by 
Mayor Victor J. Miller for public dis- 
cussion within the next few weeks. A 
vote of the people on the grant will be 
brought about through the initiative 
provisions of the city charter. 

Mayor Miller and the railway men 
have agreed on a plan which will give 
the city arbitrary authority to order 
extensions and to ‘specify the character 
of the service so long as a fare is pro- 
vided which will enable the company to 
pay operating expenses and earn a fair 
return upon the property valuation. The 
valuation and rate of the return will 
be fixed in the ordinance. 


Substitution Bill Signed by 
Governor Smith 


Governor Smith of New York on May 
18 approved the Messer bill as chapter 
840 of the laws of 1926 amending the 
public service commission law by adding 
a new section 50-a, authorizing the com- 
mission after a hearing to permit the 
substitution of buses for cars on tracks 
on street surface or other railroad route. 


Railway-Bus Proposal for 
Washington Cities 


The City Commission of Chehalis, 
Wash., has received application from 
Earl B. Mills, Chehalis, and W. E. 
Bingham, Centralia, for a franchise for 
a railway bus system, with gasoline- 
propelled cars, to be operated on desig- 
nated Chehalis streets, providing a 
fifteen-minute round-trip service in that 
city. The two applicants have also filed 
a petition with the State Department of 
Public Works, asking for a franchise 
in Centralia and also to connect this 
proposed service between Chehalis and 
Centralia, the whole making a one-hour 
round-trip service. Should all fran- 
chises be secured, Messrs. Mills and 
Bingham plan to put four twenty- 
passenger buses into service, which 
would give a fifteen-minute service be- 
tween the Twin Cities. Local fare in 
Chehalis and Centralia would be 5 cents, 
with a 15-cent fare from any point in 
either city to any point on the regular 
traveled route in the other city. Fare 
between city limits would be 10 cents. 
Term of franchises for Chehalis and 


Centralia is proposed to be twenty 
years. Pay-as-you-enter cars will be 
operated. 


Mayor West of Chehalis does not 
favor granting such a franchise. He calls 
attention to the fact that there is now 
a half-hour electric interurban service 
between the two cities, with railroad 
service at various times during the day, 
and that the interurban cars~ rarely 
carry any great number of passengers 
on a single trip. 
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Wage Negotiations to Be Taken 
Up at Toledo 


Negotiations between the Community 
Traction Company, Toledo, Ohio, and 
the street car men’s union over a new 
wage scale and revised working condi- 
tions will be taken up in the next fort- 
night. The present contract expires on 
May 138. 

The present scale is 55 cents for all 
workers in service more than a year, 
52 cents for those in service nine 
months and 50 cents for beginners. Bus 
drivers and operators of one-man equip- 
ment receive an additional 5 cents an 
hour. 

No official announcement has been 
made but it is understood the men will 
ask an increase of 10 cents an hour. 


Another Wage Proposal to Be 
Presented to New York State Men 


Negotiations are to be reopened be- 
tween representatives of the New York 
State Railways and the union with 
another proposal to be presented to 
the employees operating in Rochester, 
Syracuse and Utica. This is the next 
step following the joint vote on May 11 
in which the men rejected the offer 
by the company for a wage and work- 
ing agreement retroactive to May 1. 
This action on the part of the men was 
referred to in the ELEcTRIC RAILWAY 
JOURNAL, issue of May 15, page 861. 
Polls were conducted simultaneously in 
the three cities. Walter F. Norton, 
business agent at Rochester, where the 
vote was tabulated, would not reveal 
the vote figures. The terms which the 
workers voted down failed to provide 
for any increase in wages, but made 
some concessions to the men in working 
conditions. 

The present scale which the company 
wishes to renew calls for 55 cents an 
hour for members of city crews, 57 
cents for interurban operators and 60 
cents for bus and one-man car em- 
ployees. The Rochester union mem- 
bers were out strongest for the wage 
increase, primarily because the rail- 
way put a l-cent fare advance into 
effect there on Jan. 1. 

It is hoped that the matter may be 
settled without resorting to arbitration. 
Magnus Sinclair, international organ- 
izer, said there was absolutely no pos- 
sibility of strike action. 


Census of Chicago Loop 


People in the downtown district of 
Chicago, Ill., were waylaid at every 
turn on May 12 by representatives of 
the Chicago Association of Commerce 
and asked to indicate what form of 
transportation they used in covering 
the distance from.their homes that day. 
In banks, retaurants and office build- 
ings similar questions were tabulated 
on cards. Of those persons arriving 
in automobiles, the tally markers 
wished to know whether the machine 
was driven by a chauffeur and where it 
was parked. The census is a part of 
the metropolitan street traffic survey 
now being conducted by the Asociation 
of Commerce with a view to showing 
how many persons come into the 
“Loop” district daily and how street 
congestion may be reduced. 
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Extension of Time Under New 
York Electrification Bill 


Governor Smith of New York on May 
18 signed the Senate rules committee 
bill amending the Public Service Com- 
mission law by authorizing the com- 
mission after a hearing to extend for 
not more than five years from Jan. 1, 
1926, the time of any railroad or ter- 
minal corporation to comply with the 
provision for electrification of roads in 
New York City. 


Supreme Court Upholds Validity 
of Duluth Case 


The Minnesota Supreme Court in a 
decision on May 14 upheld the state 
law of 1921 covering the regulation 
of street railways. The court affirmed 
the District Court in St. Louis County 
in the case of the city of Duluth 
against the Minnesota Railroad and 
Warehouse Commission. After an or- 
der by the commission establishing 
street car rates in Duluth the Duluth 
Street Railway made further applica- 
tion for increased rate of fare and 
_ asked for determination of the valua- 
tion of its properties. The city sought 
a restraining order in the District 
Court to prevent the commission from 
holding more hearings and attacked 
the validity of the law itself. The 
railway contended that the 6-cent fare 
then in effect yielded only 70 per cent 
of a fair return on the capital invest- 
ment. District Judges C. R. Magney, 
H. J. Grannis and E. J. Kenney, sitting 
together, held the law valid, and the 
Supreme Court has now affirmed their 
opinion. 


News Notes 


Amalgamated Issue Under Advise- 
ment.—A motion to dismiss the com- 
plaint filed by the Amalgamated Asso- 
ciation against the city of Indianapolis, 
chief of police and others for a restrain- 
ing order against interference with offi- 
cers and employees of the association 
in their efforts to organize a branch 
_ in Indianapolis was taken under advise- 
ment by Judge Robert C. Baltzell of the 
United States District Court on May 15. 
The motion to dismiss was filed by the 
city and set out fourteen points attack- 
ing the jurisdiction of the federal court 
and denying that rights of the officials 
of the association were violated by local 
police as alleged in the complaint. The 
complaint was filed following the arrest 
of Robert Armstrong, a vice-president 
of the association, and other employees. 

Railway Transports in Taxis.—Taxi- 
cabs were used recently by the Chicago, 
North Shore & Milwaukee Railroad in 
Milwaukee, Wis., to maintain service 
when a fire adjoining the Sixth Street 
viaduct, over which its cars operate, 
paralyzed all service between Milwau- 
kee and Chicago. When the fire broke 
out many persons southbound for Ra- 
cine, Kenosha, Chicago and intermediate 
cities were waiting at the main depot. 
They were loaded into taxicabs and 
taken over another viaduct to a tem- 
porary station established at First and 
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National Avenues, where they boarded 
an emergency southbound train. On the 
return trip the same cabs took the wait- 
ing northbound passengers to the main 
station. 


Recommends Relief from Paving 
Costs.—Two committees of the Dan- 
ville, Va., City Council recently heard 
arguments from C. G. Holland, presi- 
dent of the Danville Traction & Power 
Company, in behalf of the modification 
of the company’s franchise and relief 
from the obligation of paying the costs 
of street paving between the tracks. 
The two committees joined in a recom- 
mendation to the Council for this relief. 
As a two-thirds majority concurred in 
this action, the railway may be said to 
have won its point. 


Wage Contract Renewed.—The Au- 
rora, Elgin & Fox River Electric Com- 
pany, Aurora, Ill., has renewed its 
contract with its employees for the 
ensuing year at the same scale. The em- 
ployees voted two to one to accept the 
existing wage. Some changes in work- 
ing conditions were agreed upon. 


Summer Rates in California.—A new 
schedule has been arranged which pro- 
vides residents of the territory served 
by the San Francisco-Sacramento Rail- 
road and the Sacramento Northern 
Railroad with attractive excursion 
rates. Under the provisions, tickets 
good for sixteen days will be sold daily 
at the rate of one and one-third single 
fares for the round trip from all points 
on the two roads and the Sierra Nevada 
Stage Company and _ Pierce-Arrow 
Stage Company to Oakland and San 
Francisco. The new rates became effec- 
tive April 30. 


Tragic Accident at Atlantic City.— 
Mrs. Fannie L. Denman, wife of B. J. 
Denman, vice-president and general 
manager of the United Light & Power 
Company, resident at Davenport, Iowa, 
was killed on May 18 while riding a 
horse along the beach at Atlantic City. 
Mrs. Denman was thrown from her 
horse and suffered a broken neck. She 
died almost immediately. Mr. and Mrs. 
Denman were attending the annual con- 
vention of the National Electric Light 
Association. 

Another Name Wanted.—An organi- 
zation newspaper written for and by 
the employees of the Worcester Con- 
solidated Street Railway, Worcester, 
Mass., has made its appearance and 
will be published in the future on the 
first payroll day of every month. The 
inter-district news organ is still name- 
less, being captioned with an interroga- 
tion point, but a contest is under way 
among employees for the selection of 
aname. The publication contains news 
of the road, shops and offices, inter- 
spersed with bits of humor and anec- 
dotes contributed by employees. 


Work Started at St. Petersburg End. 
—Ground was broken in St. Petersburg 
on May 8 for the first gas-electric inter- 
urban railway, the Florida Interurban 
Rapid Transit Railroad, that will con- 
nect Tampa and St. Petersburg. Actual 
construction work on the roadbed has 
already been started. A survey for the 
route has been completed and 96 per 
cent of the right-of-way for the route 
has been acquired. Reference was made 
to the progress, of this project in the 
ELECTRIC RAILWAY JOURNAL previously. - 
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Railway Plays Its Part.—In honor of 
“International Boys’ Week” the Ta- 
coma Railway & Power Company, 
Tacoma, Wash., issued special rate 
tickets on May 8 good all day for gram- 
mar and high school students. The 
company co-operated with Harold R. 
Pirret, chairman of Boys’ Week in 
Tacoma, in an effort to make the cele- 
bration of that week a successful one. 


Wage Contract Renewed.—Trainmen 
of the Wheeling Traction Company, 
Wheeling, W. Va., have renewed their 
contract with the company for three 
years at the old scale. This provides 49 
cents an hour for the first three months 
of service, 52 cents for the next nine 
months and 57 cents thereafter. Oper- 
ators of one-man cars receive 5 cents 
an hour additional. 


New Fare Schedule Approved.—The 
Public Service Commission has ap- 
proved a new tariff of the Southern 
New York Railway, Inc., providing for 
the sale of books containing 30 single 
tickets, good for transportation of pur- 
chaser and member of purchasers’ 
family within 30 days from and in- 
cluding date of sale. The stations in- 
cluded in the tariff are as follows: 
West Oneonta and Junction, $2; 
Laurens and Junction, $5.85; Index and 
Cooperstown, $2.90; Cooperstown and 
Fly Creek, $5.85; Cooperstown and 
Toddsville, $3.85. The new fares 
are effective on June 14, and will con- 
tinue in effect until June 14, 1927. 


“Stop” Signs Ordered.—Several thou- 
sand new “stop” signs have been or- 
dered by the Georgia Railway & Power 
Company, following an order of the 
Public Service Commission changing 
approximately 500 car stops on the 
Atlanta lines. While the commission’s 
order calls for only 500 stops, the com- 
pany has decided to place new ‘“‘stop” 
signs at every stop in the city. The 
new signs are orange. in color, with 
black lettering, making them more at- 
tractive than the old “stop” signs and 
giving them greater visibility. Within 
ten days work of rearranging and lo- 
eating signs will be started. 


Baltimore Attends to Complaints.— 
The United Railways &. Electric Com- 
pany, Baltimore, Md., received a total 
of 1,953 complaints during 1925, all of 
which were given the required atten- 
tion. With a traffic of 330,000,000 reve- 
nue passengers this means there was 
about one complaint from every 163,850 
people. The company states that not a 
single complaint is ignored, every one 
being subjected to investigation and 
scrutiny. In its “Service” bulletin the 
company states that it knows “it has 
a public that is critical but not sullen, 
watchful and articulate, but not hope- 
less of the company’s sincerity.” 


Fares Reduced to Encourage Land 
Settlers—To encourage settlement in 
the attractive new residential districts 
along Lake Michigan to the north of 
Chicago, the Chicago, North Shore & 
Milwaukee Railroad has recently an- 
nounced a reduction of nearly 53 per 
cent in the rates for commutation 
tickets from all suburban communities 
on the main line and new Skokie Valley 
division, as far north as the Wisconsin 
state line. The new schedule, which 
applies to 10, 25 and 60-ride tickets to 
Chicago, is effective June 1. 


| Recent Bus 
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Michigan Bus Operators Included 
in Agreement 


The dispute between the Michigan 
Electric Railway, Jackson, Mich., and 
the Amalgamated Association over the 
inclusion of bus operators in the Amal- 
gamated agreement with the railway 
was recently settled by arbitration. An 
amendment was introduced in the pres- 
ent contract which provides for the 
inclusion in the existing contract of all 
motor vehicle employees in the service 
of the company. This change is in- 
tended to bring within the protective 
terms of the agreement bus ope#ators 
employed directly by the Michigan 
Electric in cities and also employed in 
bus operation between the cities of 
Lansing and St. Johns, but it especially 
excludes all others employed in inter- 
urban service. The amendment will not 
cover interurban bus drivers who are 
in the service of the Southern Michigan 
Transportation Company, a subsidiary 
of the Michigan Electric Railway oper- 
ating between Jefferson, Battle Creek 
and Kalamazoo, known as the Southern 
Division, and between Jefferson and 
Lansing, known as the Northern Divi- 
sion. The agreement was signed by 
George A. Kelly and Norman E. Leslie. 
Richard Price, the third arbitrator, 
plans to submit a minority finding. 


Buses Operated at Loss 
in Tampa 


Operation of buses in connection with 
the railway lines in Tampa, Fla., by 
the Tampa Electric Company is being 
carried on at’a loss, according to a 
reported statement of Peter O. Knight, 
president of the company. Although 
the bus fare is 10 cents—twice as much 
as the railway fare—the company has 
been unable to make any net returns 
from the operation of buses, which was 
started in September, 1925. The com- 
pany now has 23 buses in operation, and 
the results to date show total gross 
receipts insufficient to pay operating 
expenses. In order to keep up with in- 
creased population, the railway has 
ordered fifteen more cars for operation 
" and eight more buses. 


Bus Rights Granted in Westfield 


The effort of the Springfield Street 
Railway to obtain additional licenses to 
operate other bus lines in Westfield, 
Mass., was successful on May 6 when 
the City Council.of Westfield agreed to 
grant the necessary authority to 
operate. With the placing of these 
additional bus lines in service will come 
the abandoning of practically all the 
trolley lines in Westfield. Only one 
cross line trolley route will be operated 
in addition to the suburban line to 
Springfield. 

The railway was granted licenses to 
operate two bus lines last fall, and at 
that time it discontinued railway serv- 
ive on Mill and Union Streets. Per- 
mission to add new bus routes will 


eliminate trolleys on Broad, West 
Silver, East Silver and _ Franklin 
Streets and on the Huntington line. 
The only remaining intercity railway 
line will be operated from the High- 
lands to North Elm Street, at Clay Hill. 
The Westfield-Holyoke line will be 
abandoned. The company has agreed 


Vol. 67, No. 21 


to operate buses to St. Mary’s Ceme- 
tery, which heretofore was served by 
the Holyoke trolley. . 

Westfield has been decidedly against 
the abandoning of any of the trolley 
lines. 
times over a period of a year until it 
was finally stated that the railway 
would not continue to operate any of 
the railway lines at a loss. Thus the 
City Council was confronted with giv- 
ing the required bus licenses or running 
the chance of seeing the railway with- 
draw service. The railway has promised 
an efficient service with buses. 


Buses Meet Emergency in Akron 


Vehicles Turned to Advantage to Meet Strike Conditions—Full Story 
of What Was Done to Transport People in City 
and Interurban Service 


HIS is a bus story—the story of 

how buses met an emergency in 
Akron city service and in interurban 
service from Canton to Cleveland when 
750 platform men employed by the 
Northern Ohio Power & Light Company 
struck on May 1. 

It was not until 9 o’clock Saturday 
night, May 1, that the company learned 
trainmen would not take the cars out 
Sunday morning. That meant Sunday 
churchgoers would have no service ex- 
cept that supplied by buses and the few 
cars manned by employees who re- 
mained loyal. Twenty-eight street cars 
left the Kenmore carhouse Sunday 
morning on the main Akron city lines. 
Buses supplied the rest of the service. 

On the Canton-Akron-Cleveland line 
not a car left the carhouse. It was up 
to the buses to stand alone. At 4 o’clock 
Sunday morning, seven hours after the 
Amalgamated Association had issued 
the order to strike, the first bus left 
the Terminal Building in Akron for 
Cleveland. 

Right there this story starts. Com- 
mencing at this early hour—4 o’clock 
—on May 2, a bus entered or left the 
Terminal Building with a load of pas- 
sengers every nine minutes until mid- 
night—twenty hours later. And all of 
these trips were operated between 
Cleveland, Akron and Canton. A total 
of 140 trips was operated between 
Cleveland and Akron and 40 between 
Akron and Canton, a grand total of 180. 
Assuming that an average of 25 pas- 
sengers was handled each trip, the buses 
moved 4,500 persons. 

All of this operation was accom- 
plished with a fleet of 25 buses—an 
average haul of 180 persons per bus. 
If all of the bus trips made during the 
day—180—were combined in one line, 
they would have made a bus caravan a 
mile long, with 120 ft. to spare for 
good measure. 

What the bus company did on this day 
it has been repeating virtually every 
day since. Morning, noon and night 
the buses, like Tennyson’s famous 
brook, go on and on, that transportation 
needs of the public may be efficiently 
satisfied. 

To perform this tremendous service 
the bus company, on these 180 daily 
trips, operates approximately 6,500 
miles, as compared with 3,000 miles be- 
fore the strike. The 180 trips repre- 


sent an increase of 96; the daily aver- 
age previous to the strike was 84. 
True, 22 buses were added to the total 
fleet and every bus owned by the com- 
pany was pushed into service during 


the first week. Buses that were in the 


shops for repairs were rushed through 
and in service in two days. Ten new 
buses came from Cincinnati and twelve 
from various other sources. 
of the third week will find twenty more 
in service over the system. 

When the strike came, the company 
was operating 114 buses in Akron city. 
Two days later the company had 180 in 
operation and two days more 140 were 
in use, with 58 interurban buses run- 
ning. Most of these buses were drawn 
from the reserve supply. 

Did they furnish the city service? 
The people say they did. Of course, 
there was much crowding. The buses 
were loaded, but the equipment stood 
up well. Of course the condition that 
existed could not be continued indefi- 
nitely, but the buses served satisfac- 
torily until normal railway service was 
restored in Akron and suburban dis- 
tricts. 

It is true that the public welcomed 
the car service back. This only goes to 
furnish additional evidence that co- 
ordinated bus and rail transportation is 
what they want. 

The interurban situation was differ- 
ent. Patrons, paid approximately 40 
per cent higher fares on the interurban 
buses than they formerly did on the 
ears. They did this willingly and there 
have been few complaints. The inter- 
urban buses have been crowded, and it 
was necessary at times to switch city 
buses into interurban and suburban serv- 
ice. The complaints that came in were 
from the Akron-Canton division, where 
the service was not so good as between 
Akron and Cleveland. Between Canton 
and Massillon, where four big buses fur- 
nished a fifteen-minute service, there 
was not a single complaint. Fares by 
bus and by rail in the city of Akron 
were the same. 

Although service was more than 
doubled, the efforts made merely repre- 
sented what a loyal organization can 
do in an emergency. In brief, it is the 
“acid test” of bus service in northeast- 
ern Ohio. Every man in the company’s 
bus system just put his shoulder to the 
wheel and worked faithfully. As one 
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of the interurban bus drivers expressed 
it, by quoting Elbert Hubbard: “If you 
work for a man, in Heaven’s name work 
for him. If he pays you wages that 
supply your bread and butter, work 
_ for him, speak well of him, stand by 
him and stand by the institution he rep- 
resents. If put to a pinch, an ounce of 
loyalty is worth a pound of cleverness.” 
That’s the secret of the operation. 

, Credit for this successful bus opera- 
tion is shared by all departments of the 
company. The garage force, like the 
bus drivers, has battled 100 per cent. 
The men that compose it have kept the 
equipment serviced, day and night. In 
fact, the records show that the fleet of 
buses has operated 97.5 per cent perfect. 
And when that per cent in operation is 
reached, it is a job pretty well done. 

When it is taken into account that 
the majority of the buses are on the 
road twenty hours a day, an adequate 
idea is conveyed of the maintenance 
problem. It’s a four-hour job; that is, 
the mechanics have four hours in which 
to work to keep the buses running 
twenty. Then, too, it must be remem- 
bered that five different kinds of equip- 
ment are  used—Yellow Coaches, 
Whites, Pierce-Arrows, Studebakers and 
Fageols. This means that both the 
operating force and the mechanical 
force must be more or less versatile. 

Necessity often requires that a driver 
or a mechanic be shifted from one make 
of bus to another, so that service may 
not be interrupted. But it was done, 
and buses have demonstrated what they 
could do in an emergency when operated 
by a company that knows the transpor- 
tation business. At no time was there 
the slightest confusion. Schedules were 
kept almost to the minute. 

The buses performed a real service— 
a service that pleased the public, kept 
transportation going and proved a blow 
to the Amalgamated Association. 


Partial Bus Substitution Proposed 
in Westchester County 


The Westchester Electric Railroad 
has petitioned the Public Service Com- 
mission for permission to abandon a 
portion of its route in the town of 
Eastchester and the village of Tucka- 
hoe, Westchester County, N. Y., and 
substitute bus service to be supplied by 
the Eastchester Transportation Cor- 
poration. It is claimed that this part 
of the route does not pay the operating 
expenses. Main Street, Tuckahoe, is 
to be paved, the petition says, and the 
village desires to have the tracks re- 
moved when the new pavement is laid. 

Consents to bus operation have been 
given by the village and town author- 
ities. It is proposed to operate buses 
between 6 a.m. and 1 a.m. on not more 
than a fifteen-minute headway. A 10- 
cent fare is proposed, with free trans- 
fer from the buses to the intersecting 
electric railway lines. Transfers will 
be given from the electric railway lines 
to buses for an additional fare of 5 
cents. For pasengers traveling only 
between the Tuckahoe Railroad station 
and Waverly Square or between the 
Tuckahoe station and Bronx River it 
is proposed to charge a 5-cent fare. 
Where the 5-cent fare is effective no 
transfers will be given according to 
the petition. 
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Bus Routes in Northern 
Illinois Proposed 


The Western Motor Coach Company, 
headed by Britton I. Budd, associate of 
Samuel Insull and president of the Chi- 
cago, Aurora & Elgin third rail line, 
has applied to the Illinois Commerce 
Commission for authority to operate 
a network of bus lines through north- 
ern Illinois, which would serve that 
section, the southern Wisconsin terri- 
tory and connect with other lines reach- 
ing through Iowa, central and southern 
Illinois and Indiana. Elgin will be the 
hub of the proposed system. The four 
principal routes are between Wheaton 
and Westmore, Elgin and Bellwood, Oak 
Park and St. Charles and LaGrange and 
Aurora. 


Buses Leased for Use in Toledo 


Seven buses have been leased by the 
Community Traction Company, Toledo, 
Ohio, for use on Front Street while 
tracks are being taken up from that 
street and repaving is in progress.- The 
City Council last year voted to tear up 
the tracks on that street. 

Plans for. a permanent bus service are 
not complete, but in the Riggs survey 
it was recommended that bus lines sup- 
plant car lines on all except the down- 
town loop, which could be cared for by 
several other east side lines through 
transfer. 

The buses are owned by the Union 
Motor Truck Company, Bay City, and 
have been in use before in Detroit. 

The new equipment is operated. by 
employees of the Community Traction 
Company. The new plan of leasing 
equipment and operation by company 
employees has been found much more 
satisfactory than the “farming -out” 
plan tried in Toledo for more than a 
yéar on some feeder lines. 


Seven Cents on Buses.—Permission 
to increase bus fares immediately from 
5 to \7 cents on all lines in the city 
of Evanston, Ill., was recently granted 
to the Evanston Bus Company, a sub- 
sidiary of the Evanston Railway, by 
the Illinois Commerce Commission.. A 
rate of $2.25 for a 50-ride ticket, how- 
ever, will be maintained for the benefit 
of students of a new high school at the 
western limits of the city. 

Bus to Be Given a Trial. — The 
Menominee & Marinette Light & Trac- 
tion Company is considering the pur- 
chase of a 21-passenger bus with a view 
to experimenting with bus service in 
outlying territory to determine whether 
patrons, city officials and the company 
would prefer bus to railway operation 
on outlying lines. The company hopes 
to give the plan a trial in Marinette, 
Wis., and Menominee, Mich., during the 
summer months. 


New Route Authorized—The Public 
Service Commission on May 17 granted 
a certificate to the Rochester Railways 
Co-ordinated Bus Lines, Inc., for the 
operation of a bus line in the city of 
Rochester, N. Y., and town of Ironde- 
quoit. The route will connect with the 
Rochester Street car lines at St. Paul 
Street and Ridge Road and will make 
a belt through the town of Irondequoit, 
connecting again with the street car 
lines at Clifford Avenue and Culver 
Road. The route is divided into three 
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zones with a 10-cent fare in each zone. 
There was no opposition at the hearing 
to the granting of the petition. 

Bus Company in Nashua.—Buses op- 
erated in the interest of the Nashua 
Street Railway, Nashua, N. H., will be 
run by the recently organized Nashua 
Transportation Company, incorporated 
under the state laws with the following 
officers: President, Josiah E. Fernald; 
secretary, Chester W. Clark, both of 
whom are directors with Englehardt W. 
Holst, manager of the railway. 


Problems of Miami Beach to Be Dis- 
cussed.—Citizens of Miami Beach, Fla., 
and officials of the Miami Beach Elec- 
tric Company will consider, it is re- 
ported, the advisability of a double- 
deck bus system to replace the present 
railway system in Miami Beach. The 
decision came about as a result of a 
written communication from the Miami 
Beach Realty Board to members of the 
City Council. City Manager Renshaw 
will make a report after consultation 
with citizens and railway officials. 


Permit Authorized Between East 
Chicago and Hammond. — The Gary 
Railways has received a permit from 
the Public Service Commission to run 
a bus line from Cline and Block 
Avenues, in East Chicago, to Sheffield 
and Gostlin Avenues, Hammond,. Ind. 
The commission denied a petition’ of the 
Midwest Motor Coach Company to 
operate a bus line between Gary and 
Hammond and refused to grant the 
right to the Gary Railways to operate 
a.new line between Gary and Ham- 
mond. In the two denials the commis- 
sion ruled that public convenience and 
necessity did not require the proposed 
bus service. 


Would Extend Bus Services.—The 
Pacific Electric Railway has applied to 
the California Railway Commission for 
authority. to operate motor coach serv- 
ice in the city of Pasadena, covering 
lines now operated under the name of 
the Pacific Electric Land Company. 

Buses Authorized to Replace Cars.— 
The City Council of Salem, Ore., on 
May 3 granted permission to the Salem 
Street Railway to discontinue railway 
service on its South Commercial Street 
Fair Grounds line and to substitute 
buses. The Council also reduced from 
$50 to $25 a year the license fee which 
the railway paid on buses. This leaves 
only two lines in Salem now served by 
the railway. 

Authorization for Service Between 
Boston and Worcester.— The Boston 
& Worcester Street Railway has been 
granted a certificate of public conven- 
ience and necessity to operate motor 
coaches between Boston and Worcester, 
Mass. 

Bus Reorganization Under Considera- 
tion.—The Jamestown Street Railway, 
Jamestown, N. Y., is planning a reor- 
ganization and rerouting of its buses. 
If the plan does not produce revenue 
sufficient to warrant the needed re- 
placement of buses now in operation, 
service will be abandoned. Some time 
ago the Jamestown Motor Bus Trans- 
portation Company, a subsidiary of 
the Jamestown Street Railway, notified 
the City Council that it contemplated 
the abandonment of its bus lines in the 
city, but no date was set for the dis- 
continuance of service. 
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Court Upholds $7,000,000 ~ 
Easement Allowance at Baltimore 


An opinion handed down by Judge 
Eli Frank in the Circuit Court of Balti- 
more upholds the Maryland Public 
Service Commission in placing a valua- 
tion of $7,000,000 on the easements of 
the United Railways & Electric Com- 
pany, Baltimore, and also upholds the 
commission in allowing $8,560,210 as 
“going value” of the railway property. 
Both these items were included in a 
recent valuation of the United property 
fixed by the commission. The total 
value was $77,000,000. 

Clarence W. Miles, formerly people’s 
counsel, took the case into court follow- 
ing the commission’s action. The op- 
position to the “going value” was from 
William S. Norris, president of the 
People’s Corporation. Judge Frank said: 


The easements of the railway are prop- 
erty in the sense that they cannot be taken 
even for public use without full compensa- 
tion being paid for them. I have been 
referred to, and have found no case in 
which the allowance of a value to ease- 
ments by the state authorities has been 
declared improper by the federal courts. 
It is only where such allowance has been 
refused and such refusal has been claimed 
to be confiscatory that its property has 
been passed upon. 


After citing numerous authorities on 
the various points involved, Judge 
Frank said that an analogous argument 
might be made in the case of the 
United. 

“It was the result in 1899 of 
the consolidation of several corpora- 
tions, under the provisions of the gen- 
eral corporation law of this state,” he 
said. ‘The easements of its constituent 
companies became vested in it. It 
issued many million dollars of securi- 
ties, bonds and stocks, upon the faith 
of its ownership of its tangible prop- 
erty, franchises and easements. These 
securities have been largely dealt in 
for more than 26 years on the basis 
of such ownership.” 

The court then said: 


I cannot reach the conclusion that ease- 
ments which are real property subject to 
taxation, of which the owner cannot be 
deprived without just compensation, which 
became subject to the liens of its mortgages 
prior to the enactment of the public service 
law, upon the ownership of which it has 
obtained credit and upon the faith of which 
it sold its securities to the public, is not 
to be regarded as property upon which it 
is entitled to earn a fair return. As the 
valuation made by the commission is prima 
facie evidence of the value of said property 
in all proceedings before the commission, 
the importance of the valuation herein in- 
volved is apparent. 

The valuation of $7,000,000 made by the 
commission which is now the subject’ of 
attack was,reached without reference to 
the earning capacity of the easements so 
valued. The objection to valuing an ease- 
ment in a rate base in terms of earnings 
is self-evident. The greater the earnings, 
the larger the value of the easement. The 
greater the value of the easement, the larger 
the fair return that must be allowed upon 
such value. While certain authorities re- 
gard this situation as conclusive against the 
inclusion of easements for rate valuation 
purposes, that result should be reached 
only where the value of the easement can 
be determined solely from the earnings of 
its owner. ... The special recognition of 
the easement as taxable property in Mary- 
land, coupled with its assessability without 
reference to earning capacity, seems to me 
to justify its treatment by the commission 
as property for rate-making purposes. I, 


therefore, approve the order of the commis- 
sion on this point. 

In discussing the petition opposing 
the $8,560,210 “going value” item, the 
court says: 

It claims as matter of law that no award 
for going value can be made, that this 
element of value is already taken care of 
in the valuation of the tangible property 
of the company. On the other hand, the 
railway insists that the allowance made is, 
as a matter of fact, inadequate. Both of 
these contentions involve matters of fact. If 
in fact allowance for going value has been 
included in the valuation of tangible prop- 
erty, then obviously to value it separately 
would be a mere duplication which is not 


permieeiple: I do not find such to be the 
act. . 

That going value is allowable as a part 
of the rate basis is determined by ample 
authority. 

Constitutional protection against confisca- 
tion does not depend on the source of the 
money used to purchase the property. That 
it has been paid for out of past earnings 
is no ground for refusing a fair return 
on it. 

The fact, therefore, that going value was 
built up by the expenditure of past earnings 
furnishes no reason for denying it its 
reasonable value. In this regard, also, I 
approve the unanimous conclusion of the 
commission. 


Announcement has been made that 
the case will be taken to the Court of 
Appeals of Maryland. 


$1,000,000 Price for Alton 
Properties 


An “upset” price of $1,000,000 has 
been set by United States District 
Judge Lindley for the sale next month 
of the physical properties of the Alton 
Gas & Electric Company and the Aiton, 
Granite & St. Louis Traction Company, 
referred to in the ELECTRIC RAILWAY 
JOURNAL, issue of May 15, page 867. 
The sale was authorized by Judge Lind- 
ley to satisfy a mortgage covering the 
property of the two companies. The 
total indebtedness of the concerns 
amounts to about $4,000,000. The price 
set by Judge Lindley is the lowest bid- 
ders will be allowed to offer at the sale 
to be held in Edwardsville. It is likely 
that the property will be sold in groups 
rather than in its entirety. 

The lowest prices Judge Lindley au- 
thorized on the groups were: $180,000 
for interurban electric lines, $270,000 
for the Alton city lines, $150,000 for the 
gas property and $400,000 for the elec- 
tric property. Thomas Gregory, ‘vice- 
president of the East St. Louis & 
Suburban Company, is receiver for both 
companies. ® 


More Moves in Cincinnati Changes 


Frederick W. Hertenstein, president 
of the Western Bank & Trust Company, 
and William F. Wiley, general manager 
of the Cincinnati Enquirer, have re- 
signed as directors of the Ohio Trac- 
tion Company, Cincinnati, Ohio, which 
formerly operated the electric railway 
system of Cincinnati under a lease from 
the Cincinnati Street Railway. The 
system reverted to the original owners 
under an agreement reached last No- 
vember. Messers Hertenstein and Wiley 
have been succeeded on the board by 
Theodore H. Schoepf, brother of 


W. Kesley Schoepf, president of the 
Ohio: Traction Company, and Gustav 
Weil, a member of the brokerage firm 
of Weil, Roth & Irving. Committees 
representing the preferred and common 
stock holders will meet shortly to de- 
cide on a plan of distribution of the 
assets of the Ohio Traction Company, 
which ceases to exist as an operating 
company in view of the recent changes 
of the traction situation in Cincinnati. 


Committee Formed to Protect 
Auburn-Syracuse Holders 


Affairs of the Auburn & Syracuse 
Electric Railroad, Syracuse, N. Y., are 
reviewed in a statement made by a com- 
mittee representing the holders of the 
bonds of the company. The railway 
was unable to provide funds for the 
payment of the interest due on April 1, 
1926, on its bonds. The committee says 
that constant effort has been made to 
offset decreases in earnings through the 
introduction of economies of every 
nature in the operation of the road, but 
that net-earnings have gradually been 
reduced to a point where they are in- 
sufficient to pay the annual interest 
requirements of the bonds. The com- 
mittee says: 


The problems which have been encoun- 
tered are fundamental, The rapid construc- 
tion of hard surface roads and the increas- 
ing favor with which the bus and the 
privately owned automobile are regarded 
as a mode of transportation have combined 
to make for a falling off of about 15 per 
cent of the number of passengers carried 
in the five years ended Dec. 31, 1925. The 
rates of fare have been increased to 7 
cents in Auburn and to 3 cents a mile on 
the interurban line. Further increases in 
rates are deemed inadvisable by the man- 
agement in that they would, in their 
opinion, work to produce a decrease in 
traffic which would offset the increased 
income. Notwithstanding the increase in 
rates, the establishment of a bus system 
and the efforts of the management to 
bring operating expenses to an irreducible 
minimum, there are constant decreases in 
passenger traffic and earnings. This is 
due to the competition from motor vehicles. 
Furthermore, the constant increase in the 
mileage of hard surface roads and in the 
number of automobiles in use in the com- 
pany’s territory would seem to indicate 
that the present unsatisfactory situation 
will become more acute in the future, 


The gross earnings, net earnings 
(after operating expenses, mainte- 
nances and taxes, but before provision 
for depreciation), and revenue pas- 
sengers carried for each of the calendar 
years 1921 to 1925 follow: 


Gross Net Revenue 

Earnings Earnings Passengers 

ES ieieeeeae $636,472 $118,925 3,904,572 
192 Zier 583,701 121,139 3,884,721 
LO 2iKs Ce repeeeece 625,862 116,524 4,137,734 
1924p phere 555,440 99,229 3,665,318 
192 brett 509,837 59,575 3,343,573 


The annual interest requirement on 
the bonds, of which there are $1,752,000 
outstanding, is $87,600. 

The company renders electric rail- 
way service in Auburn, N. Y., and be- 
tween that city and Syracuse, N. Y. 
The property includes 56.45 miles of 
track (single-track equivalent) and 44 
passenger cars. In addition the com- 
pany owns an amusement park at 
Owasca Lake, south of Auburn. Fran- 
chises where necessary are satisfactory 
from a business standpoint. The line 
between Auburn and Syracuse, a dis- 
tance of 27 miles, is located for the 
most part on private right-of-way. 
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Deficit in Toledo in April 


Operations of the Community Trac- 
tion Company, Toledo, Ohio, during 
April resulted in a net deficit of $7,230, 
it was reported by Commissioner E. L. 
Graumlich to the street railway board 
of control at its monthly meeting on 
May 15. Total revenue was about the 
same as a year ago, but expenses of 
additional service, more power and re- 
funds for overcharges to interurbans 
renting tracks produced an unfavorable 
result. Passenger revenue showed a 
gain of $5,449 over April 1925 and 
totaled $299,575. Revenue passengers 
totalled 4,275,732 in April, which 
showed a gain of 1,040 a day over 
March this year. This is the first time 
in several years that April has shown 
better results than March. 

The commissioner’s report also indi- 
cated that the Oak Street bus feeder 
line, the pioneer in its field, for the 
first time had shown a surplus over 
operating expense. The company took 
over the operation of the line last month 
with leased equipment and its own oper- 
ators. Maintenance costs were prac- 
tically nothing due to the new equip- 
ment. Other bus operations showed a 
loss. A total of 58,101 passengers on 
feeder buses was carried in April. 


$1,301 Balance for Cincinnati 
Street Railway in April 


Operations of buses by the Cincin- 
nati Street Railway, Cincinnati, Ohio, 
reduced the company’s revenue, in so 
far as the electric railway system was 
concerned, in April, according to a re- 
port filed with Edgar Dow Gilman, 
Director of Street Railroads and Motor 
Buses, by Walter A. Draper, president 
of the railway. The report covers op- 
erations for April and shows a decrease 
over the previous two months. Mr. 
Draper explained that the loss was not 
a loss in a direct sense to the company 
in that the bus operations likely would 
show sufficient revenue to offset the 
loss in electric transportation. 

The railway has been endeavoring to 
link up its electric transportation sys- 
tem with its bus lines, and in this rear- 
rangement naturally has incurred ex- 
penditures which undoubtedly will be 
eliminated when the readjustment is 
completely worked out. The revenue 
and expenses during April follow: 


$645,464 


Operating revenue 
465,615 


Operating expenses 


Net operating revenue..,...... $179,848 
OU AIRS) Ra oc oh a eer 58,221 
Operating come. 6. His ee $121,627 
Non-operating income .......... $4,857 
CSTOSS INCOME co. feS ke ee a $126,484 

Rental, interest, sinking fund 
and return on captial........ 125,182 
PRA CAR GS ai ets eites vlc sis ferele tac wa $1,301 
Revenue passengers .......... 7,559,593 
PrAMSTCr MASSENL CTS 6 ves oye es 2,500,032 
PTGC PASSENZETS 62. cee eee ees 117,168 
10,176,793 


Total passengers carried........ 


Will Operate Line in Ocean City 


Upon application of the city of Ocean 
City, N. J., Chancellor Walker has ap- 
pointed Robert E. Chew of that place 
as trustee to operate the Ocean City 
Electric Railroad, which previous to 
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1919 operated as a traction corporation 
at the shore resort. The company, as 
in the past few years, indicated to the 
authorities that it would not run its 
cars, which would mean that the city 
would be without trolley service. Mr. 
Chew will be paid $1,500 for his serv- 
ices as trustee in the operation of the 
line until Dec. 1 next. Twenty-five per 
cent of the gross receipts may be ex- 
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pended toward the purchase of new 
equipment. When the trustee concludes 
the operation of the line he will be re- 
quired to pay to the company $3,750 
for the use of the property. The pro- 
ceedings were started under the act of 
1919, which authorizes fourth class com- 
munities to take over the property of 
traction corporations which have aban- 
doned their railway lines. 


Earnings Reported in Grand Rapids 


Results for 1925 Considerably Below Allowable Return, but Outlook 
Very Promising—Interesting Review of the Progress of the Company 


ASED on the rates of fare which 

prevailed throughout the year 1925, 
viz., 10 cents cash or six tickets for 
50 cents, the Grand Rapids Railway, 
Grand Rapids, Mich., was entitled under 
its service-at-cost franchse to earn a 
return of 72 per cent on the value of 
its property, after deduction of operat- 
ing expenses and taxes and making 
provision for property retirement. Due 
largely to the need for operating leased 
equipment and to delay on the part of 
the city in carrying out certain work 
the company’s earnings were $172,203 
less than the allowable return. 


COMPARATIVE STATEMENT OF INCOME 
AND EXPENSES OF GRAND 
RAPIDS. RAILWAY 


1925 1924 


Gross Earnings: 


Passenger revenue........... $1,697,310 $1,719,562 

Revenue from special cars, etc. 4,273 2,132 

Rent of equipment, tracks, etc. 23,994 38,794 

Non-operating revenue....... 13,200 10,843 
OUR heen alnicys.. os « $1,738,779 $1,771,332 

Operating Expenses and Taxes: 

Operating expenses.......... 1,172,157 1,099,175 
AXCHGMaaminn Hernia cere. = «a 144,122 137,542 


AME le oS ceins, Sace ace $1,316,279 $1,236,717 


Gross income available for 


fixed charges, retirements 

and dividends.........,... 422,499 534,615 
Interest on funded debt....... 268,248 261,959 
Other fixed charges, including 

amortization of debt dis- 

COTTIER Scseiatretss hae een 55,828 82,768 
Provision for retirements...... 165,963 144,459 

Total interest, other fixed 

Chargesandretirements.... $490,041 $489,187 
Netimeome.. cc f00.. 0 .ee sss 67,541* 45,427 
Ratio of operating expenses to 

gross earnings, percent..... 67.93 62. 43 
Ratio of operating expenses 

and taxes to gross earnings, 

EL COM UIA seis cs sae ees 75.70 69.82 

* Deficit. 


L. J. DeLamarter, vice-president and 
general manager of the company, ex- 
plains that the high cost of operating 
rented cars and their general unfavor- 
able appearance and riding qualities 
quite naturally affected both passenger 
riding and operating expenses during 
the year. Another factor which 
affected earnings in 1925 was the 
inability of the city authorities to adopt 
a definite plan for the widening of 
Division Avenue, over: which several 
of the main lines of the system operate. 
This caused delay in laying new rail 
on this street. In consequence the 
company was burdened with track 
maintenance which required an unusual 
amount of labor and material to keep 
in operating condition. It is expected 
that this matter will be settled in the 
near future, thereby enabling the 
company to carry out its track renewal 
plans and so relieve it of the extra 


maintenance expense caused by pres-- 


ent conditions. 


In trying to keep pace with the city’s 
growth, meet present day needs by im- 
provements to its property that were 
imperative and make additions to con- 
form to the public demands the com- 
pany expended $321,036 during the 
year. These capital outlays have not 
only improved the physical condition of 
the property but, as part of a broad 
general program, they will enable the 
company to give a quality of service 
which will attract added patronage. 
Mr. DeLamarter says that the cumula- 
tive benefit of the expenditures which 
have been made since Jan. 1, 1922, and 
which total $1,099,608 over the period 
1922-1925 inclusive, is evidenced by the 
improved condition of the property and 
in the fact that there is a public appre- 
ciation of the company’s activities in 
this respect. 

As referred to in the report for the 
year 1924, the company suffered a 
heavy loss of equipment in the Hall 
Street carhouse fire, all of which was 
covered by insurance. Recognizing the 
existence of changed conditions in the 
transportation field, the management 
decided that rather than proceed imme- 
diately with the replacing of its lost 
cars by others of similar character, the 
time had come to experiment with an 
entirely new street care designed better 
to serve and satisfy the riding public 
and to encourage increased car riding. 
As a result, the company carried on 
during the past year practical tests of 
three new types of electric rail coaches. 
embodying advanced ideas. Based on 
the results of these tests, the company 
has ordered for delivery in the spring 
of 1926 27 additional cars, which incor- 
porate the best features of the three 
test cars. Mr. DeLamarter says: 

Coincident with these tests, a number of 
improvements were effected in present 
equipment. Recognizing the general at- 
tractiveness of bright color schemes, the 
company started an extensive car painting 
and renovating program and has received 
a great deal of commendation not only 
locally but nationally because of this work. 
Interest was further stimulated by naming 
each car after some local pioneer or person 
prominent in the development of the city of 
Grand Rapids. Another development has 
been the rebuilding of a ‘‘Birney” safety car 
with spring-filled leather upholstered seats 
and cushions and a smoking compartment. 
This experiment, if it proves out, wll be 
followed by the rebuilding of additional 
“Birney” cars. 

As a result of a plan of co-operating 
with the drivers of commercial vehicles, 
which has cost the company a negli- 
gible amount, there is being developed 
a spirit of helpfulness which is reduc- 
ing delays due to blocking of tracks 
and lessening vehicle collisions. A 
reduction of approximately 23 per cent 
has been made in the number of col- 
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lisions between commercial. vehicles 
and street cars. Accident expense has 
reduced to less than 2 per cent of the 
transportation revenue. The company 
operated 3,674,633 car-miles in 1925 
without a fatal accident to passengers 
or employees. 

Despite the fact that the new electric 
rail coaches are not yet in service and 
that because of the fire, the company 
was forced to resort to the use of a 
number of rented cars, the program as 
worked out thus far gives promise that 
the results anticipated will be realized. 
In this connection it is pointed out that 
revenue passengers carried during the 
last quarter of 1925 show an increase 
over those carried during the corre- 
sponding period of the previous year. 

A personal solicitation campaign of 
self-interest among store proprietors 
along street car routes has been 
started, and the relation of street car 
patronage to merchandise sales and 
the “cash register value” of supporting 
and talking in favor of the electric 
railway is being presented. This 
creates a realization that the use of 
the merchant’s corner by riders wait- 
ing for cars brings more business than 
automobiles passing by or parking 
blocks away. Time-tables showing the 
passing time of street cars at particu- 
lar points are placed on show cases in 
corner drug stores or other places of 
business near busy street intersections. 

The motor bus service established by 
the company was improved during the 
past year. As needs justify, plans will 
be developed for further adequate bus 
service. In this connection the buses 
are operated on a straight 10-cent fare 
with transfers. 

No public financing was done by the 
company during the year. Of the 
$368,112.27 insurance money received 
plus interest on the unexpended bal- 
ance, there remained on deposit with 
the trustee as of Dec. 31, 1925, a total 
of $168,050, the difference having been 
expended for additions and improve- 
ments, including new buildings and car 
storage facilities on the old Hall Street 
carhouse site and the purchase of the 
three experimental electric coaches 
described in a former paragraph. The 
purchase of the 27 new coaches was ar- 
ranged on a satisfactory payment basis. 


New High Record for Passengers 
Carried in Chicago 


Traffic on the Chicago Surface Lines 
is steadily gaining in volume. During 
April a new high record for the number 
of passengers carried was established, 
when the daily average number of 
rides equaled 4,381,763. The nearest 
previous approach to this number was 
reported for February, this year, when 
4,331,531 rode daily. The total number 
of rides during April was 131,542,899, 
an increase of 5,400,422 over April, 
1925. 

In connection with the monthly re- 
port it is pointed out that during the 
first four months of this year, there 
have been 16,621,334 more rides on the 
surface lines than during the corre- 
sponding four months of 1925. 

Gross earnings for April were 
$5,059,784, compared with $5,127,372 
in the previous month and $4,838,293 
in April of last year. Expenses were 
substantially reduced in comparison 


with those for March, but represented 
increases over the amounts spent in 
April of last year. Divisible receipts 
of $308,417 gave the city $169,629 for 
its 55 per cent interest in earnings and 
permitted a balance of $138,788 to the 
companies. 

A comparison of the April statement 
with that for the similar month last 
year follows: 


1926 1925 

Passenger cars, including motor 

CBTS.. 0 det ce sh ee ee $5,059,784 $4,838,293 
Other income .:. 5 ose canes» 55,799 54,276 
Gross earningsS..........e.0+ $5,115,583 $4,892,569 

Expenses: 
Way and_ structures and 

equipment.) Ae. semeroos 676,731 591,633 
Renewals..ii5)\s eileen at 409,247 391,405 
POWORs snyeiegern slaieee ORR sys 339,033 315,285 
Conducting transportation.... 2,041,655 1,983,929 

AUAALES cbse sieve Ee 373,843 357,013 

KOK, in:5) oad, 7apel scene ie ale , 275,000 255,000 
Total operating expenses..... $4,115,509 $3,894,266 
Residue receipts...........++ $1,000,073 $998,303 
Less joint account expenses. . 20,000 10,000 
5 per cent on purchase price. . 671,656 670,032 
Divisible receipts............ 308,417 318,271 
City’s 55 per\cent.. 5. sca. oes 169,629 175,049 
Company’s 45 per cent....... 138,788 143,222 

Net Income Higher.—For the ten 


months period ended April 30, 1926, the 
total operating revenues of the 
Brooklyn-Manhattan Transit Corpora- 
tion, Brooklyn, N. Y., was $37,084,474, 
against $35,775,680 for the ten months 
period ended April 30, 1925. Operating 
expenses increased from $23,494,442 to 
$24,158,645. The net income for the 
ten months of the 1926 period was $4,- 
631,470, against $4,119,290 for the ten 
months peroid ended April 30, 1925. 


Improvements to Be Capitalized.— 
The Chicago, North Shore & Milwaukee 
Railroad, Highwood, Ill., has applied to 
the Illinois Commerce Commission for 
authority to issue $1,000,000 of prior 
lien preferred stock and $1,250,000 of 
first and refunding bonds. The pro- 
ceeds will be largely used to reimburse 
the treasury for expenditures on the 
new Skokie Valley line, costing about 
$8,750,000. The extension is about 
ready to be placed in operation. 


Gross "Warnings Increase.—For the 
three months period ended March 831, 
1926, the gross earnings of the Indian- 
apolis Street Railway, Indianapolis, 
Ind., were. $1,469,877, compared with 
$1,431,535 for a similar period ended 
March 31, 1925. For the month of 
March, 1926, the gross earnings of 
$510,006 were approximately $22,000 in 
excess of the gross for March, 1925. 
The net earnings showed a decrease of 
$5,625. 

Seeks to Abandon Line.—The Sacra- 
mento Northern Railway has applied 
to the California Railroad Commission 
for authority to abandon its line of 
track extending from Park Avenue and 
Sixteenth Street, in the City of Chico, 
thence extending into Fifteenth Street; 
Mulberry Street and to the end of the 
line. It is stated that the patronage of 
the line does not warrant the expense 
of maintaining and operating it. An 
average of 125 passengers per day only 
is carried on the line. 

Net Income Increases.—The Middle- 
sex & Boston Street Railway, Newton- 
ville, Mass., reports for the quarter 
ended March 31, 1926, a net of $19,318, 
after interest and taxes, compared with 
$17,819 in the corresponding quarter of 


1925. Passenger revenues increased 
from $289,460 to $299,831 and operat- 
ing expenses from $232,836 to $248,397. 


$26,110 for Surplus.—The Stockton 
Electric Railroad, Stockton, reports to 
the California Railroad Commission its 
1925 operating revenue at $311,761 
compared with $311,930 for 1924. The 
operating expenses, excluding taxes, for 
1925 are reported at $267,318 and at 
$262,282 for 1924, leaving net operating 
revenue of $44,443 for 1925 and $49,648 
for 1924. During 1925 taxes charged to 
operation amounted to $21,336 and for 
1924 to $23,278. Deducting the taxes 
leaves operating income of $23,107 for 
1925 and $26,369 for 1924. Adding to 
the operating income the non-operat- 
ing income of the company results in a 
gross corporate income, which repre- 
sents the amount available for interest, 
amortization of debt discount, other 
fixed charges, non-operating expenses, 
dividends and surplus, of $26,110 for 
1925 and $30,744 for 1924. 

Total Earnings in Madison Improve. 
—Earnings of the railway department 
of the Madison Railways, Madison, 
Wis.,-for the months of March and 
April were below the average of the 
corresponding months for the last four 
years, but the total earnings continue 
to improve since the institution of city 
bus service. During March 626,074 
railway and bus passengers were car- 
ried, against 575,121 in 1925; for the 
last four-year period the average was 
680.487. Gross car and bus revenues 
in March was $41,808, against $37,548 
in 1925; average for the four-year 
period was $39,744. During April 
551,417 bus and railway passengers 
were carried, compared with 490,017 in 
April; average for four-year period, 
609,802; total earnings during this 
month were $37,109, against $31,914 
last year; average for the four-year 
period, $35,628. 

$1,654,767 Available for Surplus.—The 
Los Angeles Railway Corporation, oper- 
ating in Los Angeles, Cal., reported to 
the Railroad Commission its 1925 oper- 
ating revenue at $12,852,118, compared 
with $13,097,425 for 1924. The operat- 
ing expenses, excluding taxes for 1925 
are reported at $10,507,389, and at 
$9,854,447 for 1924, leaving net operat- 
ing revenue of $2,344,729 for 1925 and 


$3,242,978 for 1924. During 1925 taxes — 


charged to operation amounted to $820,- 
315, and for 1924 to $868,054. Deduct- 
ing the taxes leaves operating income 
of $1,524,414 for 1925 and $2,374,924 
for 1924. Adding to the operating in- 
come the non-operating income of the 
company resulted in a gross corporate 
income, which represents the amount 
available for interest, amortization of 
debt discount, other fixed charges, non- 
operating expenses, dividends and sur- 
plus, of $1,654,767 for 1925 and $2,501,- 
969 for 1924. 

Court Sanctions Expenditures.—Judge 
E. D. Shurtleff in the Winnebago 
County Circuit Court, Rockford, IlL., 
has signed an order authorizing Adam 
Gschwindt, receiver for the Rockford 
City Traction Company, to sign con- 
tracts for material and labor to the 
extent of $75,000 to complete the work 
of double-tracking the Seventh Street 
line. It is considered that the court’s 
action may be the forerunner of author- 
ization to sell real estate to provide the 
necessary funds. 
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E. M. Lunda Is Doing Big Job in 
Grand Rapids 


Introducing a comprehensive system 
for recording defects in rolling stock 
and determining individual mainte- 
nance costs for each class of equipment 
are some of the principal tasks before 
E. M. Lunda, superintendent of shops 
and equipment of the Grand Rapids 
Railway, Grand Rapids, Mich. Mr. 
Lunda, whose appointment to this post 
was referred to in the ELEcTRIC RAIL- 
WAY JOURNAL late last year, believes 
that a comprehensive recording system 
will assist materially in preventing 
defects in equipment and in promptly 


‘correcting them when they do occur. 


It is Mr. Lunda’s policy to make the 
Grand Rapids system one of the most 
modern in the country. In this all- 
important work he succeeded William 
Goldner, who was in the employ of the 
company for approximately 37 years. 

Mr. Lunda entered railway work in 
1922 in the employ of the Wisconsin 
Public Service Corporation as engineer 
of equipment, at which time the inter- 
urban lines were changed over to one- 
man operation. A year later he was 
appointed master mechanic. of the 
Green Bay Division in charge of equip- 
ment and substations. Having proved 
his worth in this capacity he was ap- 
pointed general master mechanic of 
the Wisconsin Public Service Corpora- 
tion’s railway properties in 1924. He 
resigned on Sept 1, 1925, to accept the 
position of engineer of equipment with 
the Grand Rapids Railway. 

Mr. Lunda was born in New Glarus, 
Wis., in 1898. He was graduated from 
the Janesville High School, and then 
did three years of general college work 
at Milton College. Later he entered 
the University of Wisconsin Engineer- 
ing College and was graduated in elec- 
trical engineering in 1922, specializing 
in electric railways and central sta- 
tions. 


Change in Personnel in 
Grand Junction 


The new officers of the Grand River 
Valley Railway, operating between 
Grand Junction and Fruita, Col., are 
Clare N. Stannard, president; Guy W. 
Faller, vice-president; Charles Rump, 
manager; John KE. Loiseau, secretary, 
and Harry Hughes, treasurer. The 
company was recently sold by the Pen- 
rose-Carlton. interests to Henry L. 
Doherty. 


Carl H. Allen, formerly superintend- 
ent of the Illinois Traction, Inc., at 
Ottawa, Ill., was named temporary gen- 
eral manager of the company with 
headquarters at Joliet. He succeeds 
F. E. Fisher, who will take several 
months leave of absence. 

A. B. Coryell, general superintend- 
ent and purchasing agent of the Wind- 
sor, Essex & Lake Shore Rapid Rail- 
way, Kingsville, Ont., has also taken 
over the duties performed heretofore 


by the 
structures. 
ished. 


superintendent of way and 
That office has been abol- 


New General Superintendent 
of Chicago “L” 


Harry G. Hardin has been appointed 
general superintendent of transporta- 
tion of the Chicago Rapid Transit 
Lines, succeeding the late John H. Mal- 
lon. Mr. Hardin’s promotion to this 
post comes after 25 years of service 
with the “L” lines, during the last two 
of which he has been acting general 
superintendent. 

He joined the “L” organization in 
1901 as an extra trainman on the 
Metropolitan West Side Elevated Rail- 
way and worked his way up through 


H. G. Hardin 


various stages of promotion until, at 
the time of consolidation of the Ele- 
vated lines in 1911, he was serving as 
despatcher at Laramie Avenue on the 
Garfield Park branch of the Metropoli- 
tan. 

The same year he was appointed su- 
perintendent of transportation of the 
Chicago & Oak Park Elevated Rail- 
road. He retained this position until 
1920, when he was made assistant to 
the general superintendent of trans- 
portation. During 1921 Mr. Hardin 
served as general superintnedent of the 
Chicago & Interurban Traction Com- 
pany, retaining his connections with 
the Elevated lines. 

In 1922 he was made superintendent 
of transportation of the Chicago 
Northwestern Elevated Railroad, and 
the following year assumed similar 
duties with the South Side Elevated 
Railroad, holding the two positions 
simultaneously. He was appointed 
acting general superintendent of the 
Chicago Rapid Transit lines in Novem- 
ber, 1924. 

Mr. Hardin was born in Little Rock, 
Ill., in 1883. He came to Chicago with 
his parents in 1887. Previously to 
joining the “L” organization, Mr. 
Hardin was connected with the Kellogg 
Switchboard & Supply Company in 
Chicago. 


Safety Director in New Post 


John J. Connors, Who Made Remark- 
able Record at Nashville, Appointed 
to Atlanta Post 


John J. Connors, safety director of 
Nashville Railway & Light Company, 
Nashville, Tenn., since 1923, has been 
appointed to a similar position with the 
Georgia Railway & Power Company, 
Atlanta, Ga. Mr. Connors has been 
speaking daily for several months be- 
fore employees of industrial plants in 
Nashville in the interest of safety and 
last fall started the Safety Drivers’ 
school at the Chamber of Commerce. 
He is chairman of the membership 
committee, electric railway section of 
the National Safety Council. 

Mr. Connors is widely known among 
electric railway men, but few, perhaps, 
realize the extent of the experience 
which he has behind him. No better 
summary of this experience could per- 
haps be found than that contained in 
one of the Nashville papers. Here is 
the account: 

Horatio Alger would have written 
about. “Johnny” Connors and never 
strayed from fact. The literal romance 
of this safety expert, who set out at 
the age of fifteen as a conductor to 
support a widowed mother and six 
children, and who rose through the 
ranks to lead his associate employees 
to the safety championship of the 
world, was disclosed by H. A. Davis, 
superintendent of railway. 

Fifteen-year-old Johnny Connors 
asked the Nashville Railway & Light 
Company for a job in May, 1903. He 
was just out of short pants and the 
conductor’s uniform issued to him al- 
most hid him from view. He mounted 
the rear end of an old Wharf Avenue 
street car, and one week later took his 
first pay envelope to his mother and 
her children, Later he “ran” on the 
High Street and the West End lines. 
Years passed, and he became foreman 
of the carhouse in 1920. 

This limited success gave him the 
idea that he could not be kept down 
if he could only overcome the handicap 
of lack of education. He was then 
working twelve hours a day, but, 
seized with ambition and determination, 
he bought books and enrolled in Wat- 
kins night school. Five nights of every 
week he burned oil there. Also he 
studied his job and the railway indus- 
try at large. 

In 1923 Mr. Davis called him to the 
main office and made him safety di- 
rector. At once he started a school 
for safety and courtesy, in which all 
motormen, conductors and other rail- 
way and electric power operators en- 
rolled. Regularly, under the tutorship 
of Mr. Connors, these employees met— 
to study methods of protecting human 
life and property and to establish a 
better relationship between railway 
men and their riders. Attendance and 
interest were pronounced. Results 
were awaited. 

In the first year, 1923, street cars 
operated only two days without any 
semblance of an accident. They man- 
aged to travel 8,750 miles per accident. 
School “kept,” and in 1925 Mr. Connors 
led his associate operators to the 
safety record of the world, operating 
66 absolutely perfect days and travel- 
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ing more than 1,000,000 miles without 
an accident. The feat has since been 
heralded throughout the world. In 
1926, to date, street cars in Nashville 
have equaled last year’s record for the 
equivalent period. 


W. C. Sparks Leaves 
Operating Post 


W. C. Sparks, for sixteen years vice- 
president and general manager of the 
Rockford & Interurban Railway, Rock- 
ford, Ill., has resigned as general man- 
ager, but will continue with the com- 
pany as vice-president and a director. 
It is expected that Adam Gschwindt, 
receiver for the company, will assume 
duties of the managership. 

Mr. Sparks was graduated from the 
civil engineering school of the Univer- 
sity of Indiana in 1900 and later entered 
the government service in the Philip- 
pines, where he remained for nearly 
two years. On his return he entered 
the engineering department of the 
Union Traction Company of Indiana as 
chief engineer, but he resigned in 
1910 to become general manager of the 
Rockford & Interurban Railway. In 
1916 he was made vice-president. 

In 1919 Mr. Sparks was elected presi- 
dent of the Illinois Electric Railway 
Association. He was also active in the 
affairs of the Central Electric Railway 
Association. 


George L. Hanscom, for the last 25 
years employed by the York Utilities 
Company, Sanford, Me., in various 
capacities, has been promoted from as- 

_sistant superintendent to superintend- 
ent. 

William Greenwood has become affil- 
jated with the York Utilities Company, 
Sanford, Me., as master mechanic in 
charge of shops and power houses. He 
was formerly with the Westinghouse 
Electric & Manufacturing Company. 

VY. Watlington, who acted as manag- 
ing director of the English Electric 
Company, during the absence of P. J. 
Pybus on sick leave, has been appointed 
managing director of the company. 


Obituary 


Frank G. Hart, superintendent of 
transportation for the Bloomington & 
Normal division of the Illinois Power 
& Light Company, died on April 21. 
Mr. Hart entered the service of the old 
Bloomington & Normal horse car sys- 
tem in 1894. He served with that com- 
pany continually until 1903. In that 
year he resigned, but in 1907 he re- 
entered the service under M. G. Linn, 
then manager of the Bloomington- 
Normal property, and served under the 
succeeding managers, D. W. Snyder 
and E. O. Brown. He was made super- 
intendent of transportation in 1922, fol- 
lowing the death of Charles L. Richards, 
and served in that capacity since then. 
Mr. Hart was well known throughout 
the company organization. 

William J. Moody, a director of the 
Corning & Painted Post Street Rail- 
way, Corning, N. Y., and the Elmira, 
Corning & Waverly Railroad, Waverly, 
N. Y., died on April 26. 
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Chicago Surface Lines Places 
Orders for 100 New Cars 


The bodies of the 100 new multiple- 
unit cars being purchased by the Chi- 
cago Surface Lines will be built by 
three companies, deliveries to begin in 
September. Contract for 34 of them 
was awarded to the Cummings Car & 
Coach Company of Paris, Ill., 33 to the 
J. G. Brill Company of Philadelphia and 
33 to the St. Louis Car Company of 
St. Louis. 

The cars are of Practically, the same 
design throughout as the 100 multiple- 
unit cars purchased in 1924 and de- 
scribed in the ELECTRIC RAILWAY 
JOURNAL, issue of Nov. 15, 1924, page 
837. They are designed for multiple- 
unit operation, giving them the maxi- 
mum flexibility for train service or 
single unit two-man or one-man opera- 
tion. Double-end equipment permits 
them to be operated on lines having 
stub terminals. National Pneumatic 
doors and the interlocking door and car 
control, automatic exit doors and Safety 
Car Devices apparatus are used. Their 
weight complete is 41,000 lb. The con- 
tract for motors is divided between 
General Electric No. 275 and Westing- 
house 535, two motors being provided 
per car. Contracts for principal items 
of equipment awarded other than those 
mentioned above are as follows: 


Trucks (Stucki side bearings)...J. G. Brill 


Wheels” iS.v.s asucperee Illinois Steel Company 
Axles. nian Carnegie Steel Company 
Control equipment......... General Electric 
Motors: 
OT eCATSTieantremarartets sss General Electric 
3S. (CORTES Versrimeteiweele sco oss Westinghouse 


Door mechanism 
Air compressor 


ASeR Ao National Pneumatic 
6 ba 5 AAoe General Electric 


Rattan seat equipment....... St. Louis Car 
Couplers Ohio Brass Company 
Heater equipment ...... 


Consolidated Car 
Heating Company 
Ventilators! Wifemtcss eso) sis ye Railway Utility 
Signs .. Electric Service Supplies Company 
Single-stroke bell’ and buzzer equipment.. 

Consolidated Car Heating Company 
Curtains ss seen Railway Curtain Company 
Reristers Suites = ve International Register 
Thermostat equipment .. Railway Utility 
Trolley catchers . Trolley Supply Company 
Headlights Trolley Supply Company 
Sand traps........ Electric Service Supplies 


With the delivery of these cars Chi- 
cago Surface Lines will have added 445 
new cars to its equipment in the past 
three years. Including this equipment 
the system will have 3,639 cars, with a 
total seating capacity of 160,000. 


Alliance Specifies Haskelite 


Haskelite has been specified for the 
interior trim on eight passenger in- 
terurban cars ordered by the Stark 
Electric Company, Alliance, Ohio, on 
March 13 from the Cincinnati Car 
Company. Specifications on these cars 
were published in the issue of ELECTRIC 
RAILWAY JOURNAL for April 17, 1926. 


English Electric Anticipates 
Good Year 


No dividends were declared on the 
ordinary shares of the English Electric 
Corporation, although profits for the 
year were £194,953. A reduction of 
£68,827 out of the earnings of the 
previous year occurred, this falling off 
being said by the directors to be oc- 
casioned by acute world competition in 
electrical and mechanical machinery. 
Unsettled conditions in certain foreign 
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Type of 100 New Cars Just Ordered for Chicago Will Be Similar to Those 
Now in Service on the Surface Lines 
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i markets reduced the volume of foreign 


orders of the English company. — 
An improvement has been noticeable 
jn the last few months and the company 


‘has booked a much larger volume of 
business than at any time in the im- 


mediate past. The unexecuted orders 
on its books already exceed the entire 
output of 1925, it is reported. 


Electrification in Italy 


Railway electrification in Italy took 
another step forward with the opening 
of the newly electrified railway between 
Sestri Levante and Spesia. The total 
length of this improvement is 27 miles, 
and it marks the final step in the elec- 
trification of the line from Modane on 
the French frontier to Sestri Levante, 
a distance of 225 miles. It is reported 
that within a few months electric oper- 
ation will be extended to Leghorn by 
the conversion of another section 58 
miles in length. At present the total 
length of electrified line in Italy is 
552 miles. 


New Gasoline Produced by 
Texas: Company 


A “new and better” gasoline has just 
been announced by the Texas Company. 
It has been made possible in commercial 
quantities through the Holmes-Manley 
process, which is a patented method of 
refining controlled by the manutfac- 
turers. Among the advantages claimed 
for it are the fact that it vaporizes 
instead of merely atomizing, because 
of its higher volatility and freedom 
from heavy ends, that it is a dry rather 
than a wet gas and that it provides a 
quicker start and pickup, more miles 
per gallon, relief from carbon knock 
and better lubrication. All Texaco tanks 
and pumps are now supplied with the 
new gasoline. 


Tucson Gets New Buses 


Delivery has just been made of two 
pay-enter city type buses to the Tucson 
Rapid Transit Company, Tucson, Ariz. 


‘The buses, which were constructed by 


the Garford Motor Truck Company, 
Lima, Ohio, are designed to enhance 
the streamline effect, as practically all 
body lines have been carried across the 
doors, as shown in the accompanying 
illustration. The buses will seat 21 
passengers and will augment the co- 
ordinated transportation service at 


present provided in the city of Tucson. 
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$14,122,000 Profit for 
Westinghouse 


Sales of $166,008,800 Largest in History 
of the Company—Five- 
Year Comparison 


The volume of sales billed by the 
Westinghouse Electric & Manufactur- 
ing Company last year shows an in- 
crease over the previous year, notwith- 
standing that the South Philadelphia 
Works, devoted to the manufacture of 
large apparatus such as land turbines, 
condensers, equipment for merchant 
ships, battleships, cruisers and other 
naval vessels, was insufficiently loaded 
with business and operated at a loss 
for the year. The value of new orders 
booked during the year also shows a 
substantial increase over the previous 
year. After adjustments, the value of 
unfilled orders at the end of the fiscal 
year was $55,163,247. A condensed 
comparative statement of operations 
for the past five years follows: 
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additional capital paid into the West- 
inghouse Commercial Investment Com- 
pany and Westinghouse Acceptance 
Corporation. All of the outstanding 
capital stocks of these companies are 
owned by the Westinghouse Electric & 
Manufacturing Company, but because 
of the nature of their business, their 
operations are not included in the West- 
inghouse report, 

The Westinghouse Commercial In- 
vestment Company was incorporated 
for the purpose of increasing the distri- 
bution of Westinghouse products by 
supplementing its system of distribut- 
ing agents with its own jobbing houses 
advantageously located throughout the 
United States. The Investment com- 
pany declared a dividend of 6 per cent 
on its capital stock as of Dec. 31, 1925. 

The Westinghouse Acceptance Cor- 
poration was created to assist Westing- 
house distributing agents and users of 
Westinghouse products, by financing 
sales on the installment plan. The 
Acceptance Corporation operates on a 


Year Ended March 3] 
1924 


a 
1926 1925 1923 1922 

Gross earnings—sales billed........ $166,006,800 $157,880,292 $154,412,918 125,166,115 
Costionenles ME. «ac cce cee 151,711,929 144,242,065 137,006,280 ‘| 1 1'694°832 See aeione 
Net manufacturing profit.......... $14,294,861 $13,638,227 $17,406,638 13,47 
Ober come PERE. ).0<.. +6 2,295,363 4,203,179 1336438 1'296,601 673,809 
Gross income from all sources...... $16,590,224 $17,841,406 $18,743,076 14,767,884 
Interest charges, etc..........-.+- 2,468,223 2,517,042 2,617,773 : 37504598 +006 600 
Net income available for dividends 

and other purposes...........-- $14,122,001 $15,324,364 $16,125,303 $12,263,486 $5,837,389 


The statement of the profit and loss 
account follows: 


Surplus as of March 3], 1925......... 
Surplus—George Cutter Company, 

dhiby ly 2S Ss 
Net income for the year.............. 


$51,199,324 


82,764 
14,122,000 


$65,404,090 
Deductions: 
Dividends: 
On preferred stock..... $3 
On common stock..... 9,1 


Total dividends..... $9,474,511 
Additional reserve for federal 
taxes—1917—-1921 4,000,000 
Miscellaneous—Net........ 214,182 
Total deductions..........0.0+% 


Surplus March 31, 1926............5+. 


13,688,693 
$51,715,396 


Property and plant account were in- 
creased during the year mainly due to 
the equipment of new buildings erected 
during the previous year. An increase 
in investments over the previous year 
is almost wholly accounted for by the 


Two 21-Passenger Buses Purchased by Tucson 


basis similar to that of other financing 
corporations and has already proved of 
valuable assistance in securing busi- 
ness. It has been in operation less 
than a year and satisfactory profits 
are anticipated. 

The export business of the Westing- 
house company, excepting for Canada, 
is conducted through the Westinghouse 
Electric International Company. Final 
settlement was received during the 
year on the contract for the electrifica- 
tion of the Chilean State Railways 
from Santiago to Valparaiso. Accord- 
ing to Chairman Tripp competition in 
foreign markets continues to be keen 
and the outlook for the ensuing year 
shows no marked change. 

The average number of employees 
during the year was 46,427. The total 
of all payrolls for the year was $74,- 
144,607, equal to about 49 per cent of 
the cost of sales billed. 


esse 


Metal, Coal and Material Prices 


Metals—New York May 18, 1926 


Zanetavenibice tea ee eae 
Tin, Straits, cents perlb................. 61 50 


Bituminous Coal, f.o.b. Mines 


Smokeless mine run, f.o.b. vessel, Hampton 
Roads, gross tons 


Materials 
Ridiber soyared wire, N. Y., No. 14, per 
t 


Linseed oil (5-bbl. lots), N.Y., cents per Ib. 11.2 
White fend in oil (100-lb. keg) Ae Y veopts mS 
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Rolling Stock 


Milwaukee Electric Railway & Light 
Company, Milwaukee, Wis., has been 
recommended by the Railroad Commis- 
sion to purchase 70 or 75 additional 
cars for use in that city to augment 
present service. 

Wilkes-Barre Railway, Wilkes-Barre, 
Pa., has placed an order with the J. G. 
Brill Company, Philadelphia, Pa., for 
ten 30-ft. 114-in. closed motor cars 
mounted on Brill 177-E-1 trucks. 

Dallas Railway, Dallas, Tex., has 
placed an order with the American Car 
Company for 30 45-ft. 8-in. double-end 
motor cars mounted on Brill 177-E-1 
trucks. 

Aurora, Elgin & Fox River Electric 
Company, Aurora, Ill., expects delivery 
‘in August of eight double-end, single- 
truck, safety cars ordered from the St. 
Louis Car Company on April 23. These 
cars are to be of steel construction 
and will seat 32 passengers. Some of 
the principal specifications are given 
here: 

Weight: 


CAT OGY? Wels Susie seholtelor a suanall whatetel ale in 8,200 lb 
METUCEGS Meats later seqieice ape besser ybav core serene? 4,500 1b 
PN QUIBINENME Aha. 8) clan at acalaice) ohelts aatleagey ef 5,250 Ib. 
UINO CEI dea decane Seah coho tenaKovens ais kanete 18,050 Ib. 
MOU STH OVERS ae ary iesers rer ole peels ie 28 ft. 0 in. 
Truck wheelbase .........0-2-05 8 ft. 0 in. 
Width cover allie! Bileace 6 sal aneistecs T fte98 “in. 


Height, rail to trolley base...9 ft. 104% in. 
Body 


Mrterior trim’ Gre sues es) Cielagetalietere Cherry 
Hae a Lin ie we tse cp cpotay steels <yeueratete (erele Agasote 
ER cYou mate RReat SI CIRCR ROR RMD cto MCE MORO Gf TCAD OPEN Arch 
AAS TAOS) << inh arecohersisieicie s\n 1s ofer Westinghouse 
WAEMOR PERLE ate eintditey a lavala avers % fe, ofa aie Heat-treated 
EERUIIIAD ELS cic tenors winks enonenevensve- uate Channel, 5 in. 
Gar signal: SYStCM. o's, <2). « pale aie « Faraday 
War tLiliMin eS ysis «ers crels sland Polished bronze 
MOMPressOrs 2... sieve ve cle eee Westinghouse 


KS OTUET OLenctinlolis ta ah ope tei otiel ax ekalonehent K-63 double end 
Couplers..St. Louis Car Company draw bar 
Curtain fixtures..Curtain Supply Companv 
Gurtvasiy eMace rigs. \ejesave's ape ecelmere'e Pantasote 
Destination SIGNS. Af5 see vile ss lee eee Hunter 
Door-operating mechanism,..St. Louis Car 

Company 


PAFOADOKER elec leis viene seis Cleveland No, 5 


WENGOTS) civ siete) sneceneye St. Louis Car Company 
Gears and pinions........ General Electric 
Hand brakes...... St. Louis Car Company 


drop handle 
Heater equipment, Consolidated Car Heating 


Headlights......... Golden Glow S. M. 95 
Journal boxes...... St. Louis Car Company 
Lightning arresters....G. E. aluminum cell 


Motors. .Two-G.E. 265-A, 35 hp., inside hung 
Sanders. .St. Louis Car Company ‘“‘Weather- 


proof” 

Sash fixtures...... St. Louis Car Company 
Seats. icieit. St. Louis Car Company R-50, 
7 reversible 


Seating material .......... Genuine leather 
Slack adjuster....St. Louis Car Company 

screw type 
Springs....St. Louis compound heli-elliptic 
DUO REVERS Minin: wicisiartietens;sieisiale ier enaasne Feralun 
EET OMGY: IGALCIELS) i aiatoicists 0 slate scale tole Keystone 
*BYOUGYADASS castes ecetels. iets General Electric 
‘Trolley wheels .......... General Electric 


MPP OKS 5 5, aes scis St. Louis Car Company No. 7 
Ventilators...... St. Louis Car Company, 

“Peerless” 
Wheels......0.. 26-in, diameter rolled steel 
Special devices, etc....Root track scrapers 


British Columbia Electrie Railway, 
Vancouver, B. C., has ordered two four- 
cylinder parlor car chassis from the 
Fageol Motors Company of California. 


Southern Indiana Gas & Electric 
Company, Evansville, Ind., will spend 
$175,000 for thirteen new large high- 
speed cars which will be delivered and 
ready for use by Oct. 1. The new units 
will be of the latest type safety cars. 
Six are designated as light-weight 
double-end double-truck cars. To de- 
fray the expense of the new equipment 
the company has been granted permis- 
sion by the Indiana Public Service Com- 
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mission to issue $750,000 of 6.6 per cent 
preferred stock. 

Los Angeles Motor Bus Company, a 
subsidiary of the Los Angeles Railway 
and the Pacific Electric Railway, has 
placed an order for six double-deck 
buses with the Fageol Motors Company, 
Oakland, Cal. Delivery of the new unit 
is expected to be made shortly. 

Birmingham Electric Company, Bir- 
mingham, Ala., has just purchased six- 
teen new electric street cars of the 
most modern design for its lines in 
Birmingham, at a total cost of $250,000. 
The cars are expected to be delivered 
about Oct. 1, 1926. Each of these cars 
has a seating capacity of 62 passengers. 
According to General Manager Pevear 
new cars will be practically the same 
as those now in use on the East Lake 
and South East Lake lines, having the 
large side-door entrance and front exit, 
and many new features including stand- 
ard safety devices. Heavy upholstered 
seats and full spring cushions have been 
specified. Noiseless gears and motors 
will be in use and rubber-tiled floors are 
included in the detailed specifications. 

Northern Ohio Traction & Light 
Company, Akron, Ohio, has just 
received one Differential car from the 
Differential Steet Car Company of 
Findlay, Ohio. This is a trail car and 
will be used on trackwork and for 
cinder service. 

Municipal Railway of St. Petersburg, 
St. Petersburg, Fla., has included in an 
improvement program eight new 
donble-truck cars at a cost of $100,000. 
The new cars are to be of the same 
size as the largest of those now in use. 
This is a further expenditure of bond 
moneys provided for betterments in 
public utilities by the electors who 
sanctioned an issue of more than 
$200,000 last November. 


Track and Line 


Sioux City Service Company, Sioux 
City, Iowa, has started to relay new 
street car rails on Dubuque Street be- 
tween Seventh and Eleventh Street. 
Work is being done at this season be- 
cause the city has decided to pave the 
street. The new rails will be laid in a 
concrete monolithic base. 

Pacific Northwest Traction Company, 
Everett, Wash., plans the construction 
of an overhead crossing on the North 
Trunk road, a link in the new Pacific 
Highway between Ronald and Foy Sta- 
tions. The company will ask for alter- 
native bids on a steel girder span and 
frame truss. The new trestle will be 
125 ft. long and have a clearance of 
14 ft. over interurban rails. Plans also 
include concrete abutments. 


Power Houses, Shops and 
Buildings 


New York Rapid Transit Corpora- 
tion, Brooklyn, N. Y., operating sub- 
sidiary of the Brooklyn-Manhattan 
Transit Corporation, is inquiring for 25 
cranes for its Coney Island shops. 

Georgia Railway & Power Company, 
Atlanta, Ga., has obtained a permit for 
the construction of a new carhouse in 
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Atlanta, at a cost of $90,000. The 

building will be of brick and concrete 

with metal roof. Construction will 

start immediately. : 

———EEE—_———— 
Trade Notes 


Graybar Electric Company, New 
York, N. Y., has announced the opening 
of three additional distributing branches 
to be located in the following cities: 
Reading, Pa.; Dayton, Ohio, and Hart- 
ford, Conn. It is expected that these 
new branches will be in operation this 
spring. 

Timken Roller Bearing Service & 
Sales Company, has announced the 
closing of its Baltimore, Md., office, 
formerly located at 33 Cathedral Street. 
The service requirements of Timken 
customers in this territory will be sup- 
plied through the Richmond, Pitts- 
Poe and Philadelphia branches here- 
aiter. : ‘ 


E. Hamilton Berry, manager of the 
electric railway department of the 
Philip Carey Manufacturing Company, 
Cincinnati, Ohio, has resigned from 
that office. He has held this position 
since November, 1925, and prior to that 
time was engineer of maintenance of 
way Cincinnati Traction Company for 
many years. 

Fred T. Rumball, formerly manager 
of the Kansas City branch of Timken 
Roller Bearing Service & Sales Com- 
pany, has been promoted to the posi- 
tion of sales engineer, automotive divi- 
sion, of the Timken Roller Rearing 
Company. Mr. Rumball will have his 
headquarters in Cleveland, with Edge- 
ley W. Austin, assistant manager of 
sales. The position of branch manager 
at Kansas City will be filled by J. M. 
Carey, who has been promoted from the 
ee of salesman under Mr. Rum- 

all. 

Charles E. Parsons has recently been 
made general sales manager of the 
Auto Body Company, Lansing, Mich. 
Mr. Parsons has had long experience 
in the automotive industry, haying 
served for many years with the Fisher 
Body Corporation and later becoming 
vice-president of the Ternstedt Manu- 
facturing Company. 

Henry Eggelhos was recently ap- 
pointed exclusive representative for 
the eastern half of Texas by the Ueh- 
ling Instrument Company of Paterson, 
N. J. Mr. Eggelhos’ address is P. O. 
Box 945, Dallas, Tex. ; 


New Advertising Literature 


Nichols-Lintern Universal Lanterns 
is the title of a booklet recently issued 
by the Nichols-Lintern Company, Cleve- 
land, Ohio. This booklet contains a 
complete description of the N-L indus- 
trial lanterns and illuminated signs, 
rapidly coming into wide use in steel 
mills, factories and electric railways. 

Carnegie Steel Company, Pittsburgh, 
Pa,, has issued a booklet which contains 
complete information, life and cost data 
and illustrations of Carnegie steel cross 
ties. The booklet states that these ties 
are suitable for electric and steam rail- 
ways, Mines, quarries, plantations and 
portable tracks. j 
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New Methods Save a Small-Town Railway 


Purchase of Modern Rolling Stock, Improvement in Schedules and S?~ 


MODERN CARS 
“Turn the Tide” 


Revitalization of service has again been 
effected by placing in operation new cars 
of the modern type, the kind which at- 
tracts the public and makes riders out of 
walkers. 


Prospective passengers on the sidewalks 
cannot be won to the riding habit with 
obsolete cars. Make your cars inviting, 
and watch your revenue passengers in- 
crease in number. 

THE J. G. BRILL COMPANY {iil RL 


HILADELPHIA, 


AMERICAN CAR gate — G.c. KUHLMAN | CAR Co. — “Wason Manrc Co. 
srt tLouNs moO. LEVELAND,OH SPRINGFIELO, MASS. 


Smoothing out the starting loads 


G-E Automatics, early 
adopted by the Chicago, 
Aurora & Elgin, have 
greatly facilitated, oper- 
ation of this road under 
heavy overloads. Their 
operating records show 
that 99.18% of several 
thousand starts are per- 
fect; attention is one- 
fourteenth of that for 
manual stations. 


GENERAL ELECTRIC COMPANY, 


Some idea of the severe overloads encountered 
by substations of the Chicago, Aurora & Elgin 
Railroad is obtained from the fact that frequently 
two 6-car trains are started at one time, each 
normally requiring 4000 amperes. 


By the use of automatic substations these trains 
can be accelerated properly and kept on time. 
Resistance is automatically connected to limit 
the converter current to’a Safe value. Thereby 
service is uninterrupted, even though the power 
required is greatly in excess of the converter 
capacity. 


This load-limiting feature was one of the con- 
siderations upon which this company based its 
decision to use G-E Automatic Substations. 


GENERAL ELECTRIC 


SCHENECTADY, N. Y., SALES OFFICES IN ALL PRINCIPAL CITIES _ 


